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Sir Ronald Matthews on Nationalisation 


IR RONALD MATTHEWS, Chairman of the London & 
North Eastern Railway Company, dealt with nationalisa- 
tion of transport in a recent address to members of the South 
of Scotland Chamber of Commerce. He said that the industry 
asked to be allowed to work out a co-ordinating plan and 
give traders and travellers in this country the best possible 
service. It was the desire both of traders and suppliers of 
transport to provide for industry the best and most flexible 
services. He did not believe that traders would get that flexi- 
bility from a State-controlled monopoly. He gave a timely 
warning, too, that the present sellers’ market would not last 
indefinitely, and envisaged a time when this country would 
have to go to the markets of the world and compete with 
nations who had less exalted ideas in relation to social services. 
Then it would be essential for our industries to have the 
cheapest possible services, including fuel, light, power and 
transport. Without them, when supply exceeded demand, it 
was going to be very difficult to hold our own with other great 
manufacturing nations. 


* * * * 


Resumed Interest in Argentine Railways 

The visit of the British mission to Argentina has resulted 
in a resumption of interest in Argentine railways in this 
country. Recently greater attention has been paid to the 
stocks on the London Stock Exchange, and there has been a 
good deal of buying, based largely on the assumption that 
the fortunes of the companies have been so depressed in 
recent years that any measure of success which attends the 
labours of the mission should be reflected in higher values. 
In an article in last week’s issue of The Observer, Mr. W. W. 
Astor gave an interesting review of conditions in Argentina. 
He pointed out that the richness of the soil and the high 
quality of the people are complemented by the spider’s-web 
of railways with which British enterprise has covered the 
country. The British railways not only have provided trans- 
port; they have organised settlement, conducted agricultural 
research, and introduced new crops. They have trained young 
Argentines in their workshops, but few of these have remained 
with the railways, because in an expanding country they can 
make more money elsewhere. This explains the lack of 
trained personnel in the higher posts, and this factor would 
cause great difficulties if the railways were nationalised and all 
British personnel were retired. 


* * * a 


Where the British-Owned Railways Have Failed 

The article in The Observer goes on to point out that the 
British-owned railways have failed in public relations. They 
have been the scapegoat of all grumbles in the country, how- 
ever unjustified, and they have failed to inform the public of 
their problems, their plans, and their achievements. The 
present situation is described as paradoxical, because despite 
public professions, the Government of Argentina does not 
desire particularly to take over the railways; on the British 
side, there are many who feel that it is becoming increasingly 
anomalous for foreigners to own and manage the transport 
system of another country. The Argentine Government is able 
to interfere arbitrarily with the delicate balance of rail opera- 
tions by changing rates, ordering wage advances and otherwise 
increasing expenses. The companies are in the unsatisfactory 
position of having responsibility to their shareholders, but no 
power to control their costs. 


* * *€ * 


Improved Punctuality on Southern Railway 

Time-keeping of passenger trains on the Southern Railway 
has been improving steadily this year, as is shown by the 
following figures of the average number of minutes of late 
arrival on week-days :— 


Dec. Jan. Feb. March = April May 
Steam trains 8.06 5.85 3.77 2.99 1.89 1.60 
Electrictrains ... 4.97 4.04 2.42 2.30 1.45 1.23 


(Best day was May 15 —0.88 minutes) 

Mr. S. W. Smart, Superintendent of Operation, in comment- 
ing on these figures in the current issue of the Southern Rail- 
way Magazine, congratulates the staff concerned, and points 
out that their efforts are well worth while, and have resulted 
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in passenger trains achieving a degree of punctuality nearly 
up to the railway’s pre-war standard. The up-morning business 
traffic—the most important of the Southern Railway—has been 
particularly satisfactory, and the average late arrival is usually 
less than half a minute. The lowest average is 0.2 minute, 
on Saturday, April 27. These figures relate to all trains 
arriving at London terminals between 7 a.m. and 10 a.m. In- 
dividual stations have reached an average of 0.1 minute, which 
will take a lot of beating, for the engines, electric trains, and 
other equipment are still suffering from the neglect of the war 
years. A considerable improvement has also been made in 
the punctuality of freight trains, for which the relative figures 
are:— 


Average minutes late arrival 
January February March April May 
22.3 19.0 17.8 12.5 11.3 


This improvement has greatly assisted passenger train time- 
keeping. 


December 
25.6 


* * * * 


N.U.R. Annual Conference 

The annual conference of the National Union of Railway- 
men, which has just been held at Morecambe, naturally 
devoted a good deal of its time to the likelihood of the 
impending nationalisation of railways, but exactly what benefits 
the workers expected would accrue from this step did not 
transpire very clearly. A more practical point was taken up 
at the end of last week, when a resolution was passed drawing 
attention to unsatisfactory washing and sanitary facilities and 
out-of-date messroom arrangements at some of the workshops 
and goods depots on railways. Some picturesque language was 
used in describing conditions. Mr. A. E. Vaughan, the mover 
of the resolution, said that some locomotive depots were like 
Dante’s Inferno. There is no doubt that there is a good deal 
of room for improvement in workers’ conditions at some of 
the depots. The railway managements are fully alive to the 
need for providing better amenities, and in a number of cases 
steps have been taken already to do this. The war halted a 
number of improvement projects. The cost of effecting wide- 
spread modernisation plans on a country-wide basis neces- 
sarily is very heavy, and at the present time difficulties in the 
supply of labour and material make it impossible to press 
forward with all the improvements which have been planned. 


* * * * 


Ton-Mile Statistics 

During the current year there has been a steady improve- 
ment in the estimated ton-miles for all goods train traffic. 
For the latest period the figure for merchandise is 156 millions, 
which compares with 151 millions and 140 millions for the 
two previous periods, and with a peak of 217 millions which 
was reached in the four weeks to March 24, 1945. The 
average for 1945 was 170 millions and for 1944 it was 198 
millions. For 1938 the average was only 96 millions, based 
on 20 weeks to December 27 of that year. Mineral ton- 
miles for four weeks to March 23 this year are put at 86 
millions, compared with 84 millions and 81 millions for the 
two previous periods, and with a high level of 102 millions 
reached in the four weeks to July 8, 1944. The average for 
1945 was 83 millions, and for 1944, 94 millions. The 1938 
figure is given as only 56 millions. Coal, coke, and patent 
fuel is returned at 176 millions for the latest period, compared 
with 172 millions and 157 millions for the two previous four 
weeks, and a high level of 195 millions which was touched 
in the July 8, 1944, period. For 1945 the average of 171 
millions and in 1944, 178 millions compared with 157 millions 
for 1938. 


* * * * 


Improved Length of Haul 

The average length of haul for merchandise now stands at 
116 miles, which compares with 114.8 miles and 112 miles for 
the two previous four-weekly -periods, and it is now higher 
than it has been at any time since the autumn of last year. 
The averages are not given for 1944, but in 1945 the highest 
level reached was 118.5 miles for the four weeks to July 14 
of that year. The average for the whole of 1944 was 112.2 
miles, and for 1938, 107.5 miles. For mineral traffic the average 
length of haul at 75.1 miles is lower than the 77.5 miles 
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and 78.4 miles recorded in the two previous periods of this 
year, and which compares with a peak of 84.2 miles recorded 
in. the four weeks to April 21, 1945. For 1944 the average 
was 83.4 miles, which compares with an average of 63.5 miles 
for 1938. Coal class traffic of 55.5 miles is also rather lower 
than the 56.9 miles and the 55.6 miles returned earlier this 
year. The highest figure recorded for 1945 was 60.1 miles for 
the four weeks to July 14. The average for 1944 was 57.8 
miles and for 1938 it was 45.2 miles. 


* * * ~ 


Summer Train Services in Eire 


The timetable which the Irish Transport Company (Coras 
lompair Eireann) issued on July 1 “ until further notice ” turns 
out to be rather better in some respect than the preliminary 
announcements indicated. There are, for example, three daily 
services between Dublin and Cork, and two of the northbound 
trains, which do the journey in 4 hr. 40 min. and 4 hr. 50 min., 
including a 20-min. stop at Thurles, make a non-stop run from 
Thurles to Kingsbridge (864 miles) in 2 hr. But it is still, 
plainly, an “ emergency ” timetable, bearing no relation to pre- 
war services, and several branches in the south and west have 
only one daily train service. Limerick Junction, for example— 
an important transfer station in old days—is served by one 
main-line train in each direction and one cross-country service 
between Limerick and Waterford. Restaurant cars, serving 
breakfast and lunch at 3s. 6d. and tea at Is. 9d., are, however, 
provided on all the long-distance trains. The Southern route 
alone carries six double trips daily (two each between Dublin 
and Cork and Limerick and one to Waterford and to Mallow), 
while four double workings are provided on the Western route 
to Galway, Westport, and Sligo, and two on the Eastern route 
between Westland Row and Wexford. 


* * * * 


Bridge Erection Problem Solved 


To meet the needs of increasing traffic and heavier loadings, 
it was decided recently to replace a double-line through truss 
span bridge crossing the five-track Pennsylvania Railroad main 
line near East Pittsburg. The P.RR. tracks are curved and are 
crossed on the skew by the old overbridge and the new three- 
track 204-ft. through truss span replacing it; both bridges 
are single-span structures and have abutments at right angles 
to their centre lines. So as to avoid interference with con- 
tinuously heavy traffic on all seven existing tracks, the new span 
was erected on new abutments alongside the old ones, and 
in the following manner. A 122-ft. skew plate girder span 
was first erected temporarily on four falsework bents, one 
under each corner, on the new bridge alignment, and from it 
the flooring of the new truss span was suspended, all inter- 
mediate falsework thus being obviated and the necessary head- 
way being maintained. This plate-girder span, which was 
eventually destined for a viaduct further along the line, was 
also used for dismantling the old truss span. A _ 150-ton 
stiff-leg derrick mounted on one of the new abutments was 
used for most of the new span erection. The new trusses are 
spaced at 48-ft. centres and the span weighs 1,086 tons. All 
the new steelwork was designed, fabricated, and erected by 
the American Bridge Company. 


* * * * 


Hoosac Tunnel, Boston & Maine RR. 


The recent installation of a ventilating plant with greatly 
increased capacity at Hoosac Tunnel in Western Massachusetts, 
reminds one that this was the first great tunnel constructed 
in the United States. It is a double-line structure, 43 miles 
long, 24 ft. wide, and 22 ft. 8 in. high. Work upon its con- 
struction began in 1855, but was not completed until 1873. 
Headings were driven not only from both portals, one on 
each flank of Florida Mountain in the Hoosac Range, but 
also from a central vertical shaft sunk from a point over 
1,000 ft. above the tunnel high up on the mountain. Natural 
draft in this shaft, measuring 27 ft. x 15 ft. in cross-section, 
criginally provided the only means of ventilating the tunnel 
in service. As traffic grew on this section of the Boston & 


Maine RR., the natural up-draft in the shaft became inade- 
quate, and it was supplemented by a fan at the top with a 
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capacity of 250,000 cu. ft. per min. This measure consider- 
ably improved conditions, but they were still far from satis- 
factory, and in 1911 electric traction was installed through 
the tunnel. Since then electric locomotives have hauled all 
trains, and it has been unnecessary for steam locomotives to 
work at full blast in the tunnel. The atmosphere was, how- 
ever, still foul, and hence the installation of two fans of the 
variable-pitch propeller type during the last few months. These, 
with a combined capacity of 540,000 cu. ft. per min., are 
capable of completely changing the air throughout the tunnel 
in 25 min., or in 35 min. at reduced speed. Patrol men walk- 
ing the tunnel report by telephone the condition of the atmo- 
sphere to the ventilating control station four miles away. 


* * * * 


London Transport New Works Progress 


| qgpewcut ong opening dates for the eastward and westward 
extensions of the London Passenger Transport Board Cen- 
tral Line were given in the course of the hearing by the Rail- 
way Charges Consultative Committee of the Board’s proposals 
for fare adjustments, which opened in London on July 2 and is 
reported elsewhere in this issue. More details of these and 
other works were given by Mr. J. H. Brebner, Chief Public 
Relations & Publicity Officer, London Passenger Transport 
Board, at a luncheon of the Paddington and St. Marylebone 
Rotary Club on July 9. It is hoped to extend Central Line 
trains from Liverpool Street to Stratford in December this 
year, and Mr. Brebner said thet twin tube tunnels had been 
driven about four miles north-east from Liverpool Street, via 
Bethnal Green and Mile End, to Stratford. After passing 
through a tube section about a mile long between Stratford 
and a junction with the L.N.E.R. Loughton line, tube trains 
will use L.N.E.R. tracks to Loughton, to which Central Line 
services will be extended towards the end of next year. From 
Leytonstone, on the Loughton line, a new tube section is 
being built to Newbury Park, where trains will surface to 
join the L.N.E.R. Grange Hill loop line. 

Mr. Brebner said that new stations on this tube section were 
in an advanced state as far as sub-surface work was concerned, 
and tube trains should begin running to Newbury Park early 
in 1948. On the western extension of the Central Line from 
North Acton to West Ruislip over new widened lines of the 
G.W.R., the civil engineering works being undertaken by the 
G.W.R. were mainly completed. London Transport would 
instal the current rails, signalling, power distribution, and lay 
the tracks. The section to Greenford was planned for open- 
ing early in 1947, and to West Ruislip early in 1948. 

Mr. Brebner said that the full London Transport scheme 
provided for the building of about 12 miles of new tube rail- 
ways, the electrification of approximately 44 miles of suburban 
railway and the doubling and electrification of approximately 
another 124 miles of suburban railways. The whole of the 
track from Finchley Central to Edgware would be doubled 
and signalled, and the stations reconstructed, and the recon- 
struction of Edgware Station would be completed. Work was 
well advanced on the connecting line between Drayton Park 
(Northern City Line) and Finsbury Park, but little electrification 
work had been done on the branch to Alexandra Palace. 
Some civil engineering work had been done on the extension 
of the Northern Line from Edgware to Elstree and Bushey 
Heath, but track work, signalling, power supply and new sta- 
tions had not yet been started. 

On the Metropolitan Line a considerable amount of the 
earthworks and bridge reconstruction necessary for the provi- 
sion of four tracks between Harrow and Rickmansworth had 
been completed, but track work, signalling, and the installation 
of electrical equipment had not yet been begun. The new 
works programme provided for extensive improvements to and 
strengthening of the existing power equipment at Greenwich 
Power Station to supply the future extension lines and to allow 
ample margins. Sixteen boilers had been installed and were 
in service. Three new turbo-generators were in, and the con- 
version of the existing plant to a higher capacity was shortly 
to begin. The London Transport new works programme is 
described in detail in a special publication, “ Improving 
London’s Transport,” issued recently by The Railway Gazette, 
price 5s. 
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History of the British Railways During the 
War, 1939-45 


O NE of two alternatives can be adopted in the treatment 

of historical events, either the design of a factual survey 
which may be prepared during the period concetned, and 
published as soon afterwards as circumstances may permit, 
or a considered and critical survey designed to assess the 
significance of past events. 

The former has been the pclicy adopted by the British 
railways for their official war history,* and few, either now 
or in the years to come, are likely to cavil at their choice 
or to regret the manner in which the subject has been treated. 

The task of compiling a war history dealing with such 
a vast array of epoch-making events is one of considerable 
magnitude, but the wise course has been steered of keeping 
this book within reasonable compass and making it the more 
readable by compressing the actual history into 240 pages 
and adding a further 45 pages of appendices, to which the 
reader, if he so wills, is adroitly referred in the text. There 
is also a satisfactory index. 

The main-line railways were lucky in prevailing on Mr. 
Robert Bell to undertake this difficult assignment after his 
retirement from his high appointment, long held, on the 
London & North Eastern Railway; the choice could not have 
been better in view of his distinguished railway career, and his 
intimate connection with the events he outlines until his 
retirement in May, 1943. 

The history is contained in 26 chapters, and thereby the 
various subjects are well divided into convenient sections, 
which will appeal to readers, and they should be legion, 
both within and without the railway service, and abroad as 
well as at home. 

The author has been careful to avoid dramatic descriptions 
and, for that, he is to be commended, because the story gains 
from its purely factual setting, and the absence of comment and 
criticism provides a good model for other similar surveys. 

The advent and method of Government control of railways 
naturally occupies the first chapter, which is succeeded by 
accounts of the first control agreement, the changes in rates 
and charges, the second control agreement and the organisa- 
tion adopted by the railway executive committee. Logically, 
there follow chapters on the wartime organisation of the main- 
line railways and the Railway Clearing House. 

The next section outlines the methods adopted in respect 
of air raid precautions, the effects of aerial warfare, wartime 
passenger train services, and the mass movement of civilians, 
bringing out clearly the vast difference which air attacks, 
potential or actual, have had on railway operation and working 
since the period 1914-18. 

There then comes a striking chapter detailing the volume 
of service traffic movements, automatically leading up to freight 
train working and the rolling stock problems concerned with 
the latter. This, in turn, gives place to a consideration of 
demurrage and allied problems required by the urgent neces- 
sity of speeding wagon turn-round time under the dire condi- 
tions of total war. 

The locomotive position is then dealt with and data re- 
vealed which have not previously been available to the 
public; an interesting chapter relates to the additional facili- 
ties required for wartime traffic, the author pointing out, very 
concisely, as only one with long traffic experience could do, 
the connection between the various sets of improvements such 
aS spurs, junctions, and widenings, with an appropriate set 
of diagrams. 

The two.vital ancillary services of docks and steamers are 
then covered, and this section of the history possesses a 
romantic touch which will have an undoubted appeal to many, 
while the account of the complex organisation at the main 
ports is lucidly expounded. The story provides a lesson for 
the future, namely, the efficiency resulting from the united 
ownership of railway, port, and steamer facilities, a British 
characteristic which has sometimes been assailed by those 
comparatively unfamiliar with the situation. 


*** History of the British Railways During the War, 1939-1945,” by 
R. Bell, C.B.E., with a Foreword by Sir William V. Wood. The Railway 
Gazette, 33, Tothill Street, Westminster. S.W.1. Price 25s. 
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One of the most important chapters entitled: “ Review of 
Railway Operating Results,” sets out, largely in the form of 
statistical tables, the traffic handled in the war years. The 
figures are revealing and the limited comments on them draw 
attention to specific trends, while certain contrasts are drawn 
between the comparative positions of the British and the 
American railways during the war years, a feature which is 
to be found in several other sections of the book and which 
considerably enhances the value of the study. 

To the special problems which had to be faced by the 
Civil Engineering Departments, such as the urgent completion 
of additional facilities and the repair of air-raid damage, is 
allocated a complete chapter, a happy thought of the author’s, 
and a just tribute to the excellent work accomplished, assisted, 
to a very important extent, by the careful forethought given 
before the outbreak of war to the problems that might unfor- 
tunately arise. 

Complementary chapters relate to the work achieved by 
the Mechanical Engineering Departments in regard to the 
adaptation of rolling stock to war purposes, and the invaluable 
role played by the railway workshops in reiation to Govern- 
ment orders. 

The two penultimate chapters deal with the problems of 
railway staff, salaries and wages, with, as a conclusion, a 
review of financial results. Contrary to custom, there is a 
short epilogue, but no author’s preface. But the object and 
scope of the book are explained in a brief foreword con- 
tributed by Sir William V. Wood, President of the London 
Midland & Scottish Railway. 

Such are the contents in outline of this admirably conceived 
survey, which is being published at a highly appropriate 
time, when the future destiny of the British railways appear 
unsettled and undefined. Taken as a whole, certain features 
stand out clearly in the story unfolded, and it is a story 
of which the industry may be justly proud. 

Probably these features will vary widely in character to 
each individual reader, but as time passes—and it is at least 
eight years since railway plans in case of war first came under 
discussion—certain aspects are likely to gain increased pro- 
minence when viewed in perspective. For example, the im- 
mense forethought given to organisation in case of war, with 
plans for evacuation of railway headquarters and their staffs, 
and of masses of civilians, the preparatory accumulation of 
stores, and the design of the Railway Executive Committee. 

Yet, even so, one is left with the impression that there 
was a lack of realisation that total war necessitated the 
full continuation of civil life, industry, and production of the 
nation; for instance, the pre-conceived plans to run skeleton 
passenger train services could not be adhered to, and dining 
cars were suppressed, put back, and later entirely abolished. 

Future generations will possibly determine from the picture 
that too much priority was given to Service requirements 
and too little to essential civilian requirements. The lack of 
facilities for business travel contrasts strangely with the im- 
mense figures of Service leave which the study reveals, and 
the reader may gain the impression that Government depart- 
ments did not do all in their power to reduce rail movement 
to the minimum. 

It is easy to be wise after the event, and under war con- 
ditions many errors inevitably occur; the splendid achievements 
of the railways, in fact, are enhanced by the greater load they 
had to carry, but it may be asked whether the whole of that 
load was really essential. 

The fine record of the railway workshops in building air- 
craft and tanks added immensely to the war potential, but 
it left the railways themselves perilously short of motive power 
and rolling stock, a position relieved only by the timely loan 
of “ Austerity” and U.S. Army locomotives. 

The book clearly proves that the railways were far better 
equipped to face the onslaught of war than many other 
industries, and, being in that position, they had to take on 
work which would not normally be regarded as falling within 
their sphere. The record of railways in other belligerent 
countries provides no counterpart to this factor. 

Many will note the curious reversals in Government policy; 
for instance, the changeover from the first to the second 
control agreement, owing to an altered set of conditions, but 
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the refusal to amend that second agreement when conditions 
had changed once again. Then, again, the prohibition in Octo- 
ber, 1942, of the movement of flowers and plants by rail, 
made more stringent in February, 1943, but very consider- 
ably relaxed only a month later. 

Such events illustrate the danger of political action in 
dealing with an industry on which the national life and indus- 
try inseparably depends, while under the heading of “A 
Manpower Crisis,” the author states that “there is no doubt 
that the authorities ran grave risks by treating the manpower 
question on the railways rather unsympathetically.” Some will 
hardly agree with the author that America had much the same 
experience, because railway employees there increased from 
under a million to over 1,400,000, whereas the British figures 
increased comparatively little. 

There are other lessons to be learnt from this story of 
the railways’ work in wartime, such as the benefits now 
measurable through the pooling of the 585,000 private-owners’ 
wagons and the advantages of a centralised control of wagon 
supply and distribution. Very striking also is the figure of 
the cost of wartime improvements in salaries, wages, and con- 
ditions of service, namely, over £71 million for 1946, well 
over twice the entire net revenue of the main-line railways 
in such a year as 1935, 

This book is a fine survey, well planned, and in keeping 
with the epic it unfolds. It will be welcomed on many desks, 
and it adds lustre to its author’s already high reputation. 


Cheap Fares 


I N those halcyon pre-war days the railway companies derived 

a steadily increasing proportion of their revenue from the 
very wide range of cheap fare facilities which they had intro- 
duced to stimulate passenger travel. From issuing cheap day 
fares, they had progressed to half-day excursions with express 
trains and buffet cars, evening excursions, circular tours, walking 
tours, and even mystery trips. Before the outbreak of war, they 
issued over 50 varieties of cheap fare facilities for parties or 
individuals, and it is of interest that between 1924 and 1938 
the percentage of passengers (other than workmen and season 
ticket holders) travelling at reduced fares increased from 68 to 
93 per cent. of the total. 

In September, 1939, national requirements made it necessary 
for the companies to withdraw all cheap fare facilities except, 
possibly, the most popular of all, the monthly return ticket 
which was, and still is, issued at the single fare and one-third 
for the return journey. During 1945, for example, the number 
of passengers purchasing monthly return tickets was more than 
three times as many as those travelling at full fares. 

In recent months the Minister of Transport has been 
repeatedly pressed to arrange for the re-introduction of cheap 
fare facilities. This pressure has been accentuated fol- 
lowing the increase in rates and charges which operated from 
July 1, and on Monday last the Minister gave the. House of 
Commons the welcome news of the commencement of the 
limited re-introduction of these facilities. 

He explained that in existing circumstances the railways 
were unable to provide more than 80 per cent. of their pre-war 
passenger train services, but, nevertheless, he had authorised 
the main-line railway companies to recommence the issue as 
from August 1 of cheap day return tickets at the single fare 
in the following cases. In the London Passenger Pool area, 
cheap tickets will be issued by the main-line companies to their 
London termini, and from August 1 these will be obtainable 
at many stations within this area on Tuesdays, Wednesdays, and 
Thursdays. They will be available by trains leaving the start- 
ing point after 9.30 a.m., and for return by any train the same 
day except those leaving London between 4.30 p.m. to 6.30 p.m., 
the peak hours for business travel. Cheap tickets will also be 
issued to fairly large provincial towns and cities from stations 
within a radius of about 20 miles. 

As from August 1 they will be available from a large num- 
ber of stations throughout the country on Tuesdays, Wednes- 
days, and Thursdays, but local restrictions as to the hours 
during which they are available may have to be imposed for 
operating reasons. To the larger provincial market towns and 
small market towns in rural areas, cheap tickets will be made 
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available on one day a week from a large number of stations, 
but local restrictions may have to be imposed where market 
day falls on a Saturday. The railways will also make a start 
on August 1 in offering the public cheap facilities for day trips 
to seaside resorts and other places of attraction, but for the 
present these will only be available in mid-week. From the 
same date, cheap day fares will be restored for juveniles under 
the age of 18, travelling in parties of not less than 8, on Tues- 
days, Wednesdays, and Thursdays, by previous arrangement 
with the company concerned. In this case half-fare will be 
charged for juveniles under the age of 16. Cheap day return 
tickets at single fare will also be introduced on October 7 for 
organised parties of not less than the equivalent of 300 adult 
fares, travelling during mid-week, by previous arrangement 
with the company concerned under what is known to all party 
organisers as the guaranteed excursion arrangement. 

We feel sure that the restoration of these cheap day fare 
facilities, limited though they must necessarily be at the com- 
mencement, will be generally welcomed by the _ public. 
The initial limitation of the number of stations at which 
they will be issued and the restriction of the days of issue to 
mid-week, are not due to any disinclination on the part of the 
companies to give the widest possible facilities. The very 
heavy arrears of repairs to locomotives and passenger vehicles 
can only be overtaken gradually, and we imagine the public 
will agree that, as and when the additional rolling stock be- 
comes available, preference should be given to the restoration 
of train services at least to their pre-war level to reduce the 
overcrowding which still occurs, particularly at week-ends. 

With the present shortage of stock, every available vehicle 
and passenger locomotive will be in use at week-ends this 
summer, and it would be impracticable to superimpose un- 
limited day excursion traffic on the heavy holiday travel. The 
present proposals also involve the printing of many millions 
of tickets. The railways will, therefore, at the outset aim 
at giving the widesi possible cheap day facilities from those 
places and by those trains where accommodation is available, 
but the public may expect a steady extension of cheap travel 
facilities as train services approach normality. 


* * * * 


The Birth of the L.N.W.R. 


i our June 14 issue, we traced the development of the Lon- 

don & North Western Railway from its formation a hun- 
dred years ago as an amalgamation of the London & Birming- 
ham Railway, the Grand Junction Railway, and the Manchester 
& Birmingham Railway. Although not legally formed until 
July 16, 1846, the negotiations leading to the formation of the 
L.N.W.R. were virtually completed in November, 1845. In 
this amalgamation the root unifying force was mainly the 
geographical position of the London & Birmingham and Grand 
Junction lines, although the tactics of Captain Huish, Secre- 
tary, and later General Manager, of the Grand Junction, were 
undoubtedly a hastening factor. 

The L. & B. and G.J. Railways (both authorised on the 
same day in 1833), together with the Liverpool & Manchester 
and other lines, formed a line between London and Lancashire 
and the North-West. The position of the L. & B. line was 
further strengthened by the Midland Counties Railway Act 
(1836) as the former’s line between London and Rugby was 
to form part of the route between London and Leicester, 
Nottingham, and Derby, as well as Sheffield, Leeds, and the 
North-East over the lines of other companies. The L. & B., 


therefore, occupied the very favourable position of owning , 


the 82 miles of line, London to Rugby, over which all traffic 
between London and the Midlands and the North must pass. 

Before the lines concerned were opened, however, dissatis- 
faction was expressed with the circuitous route which would 
obtain between London and Manchester (i.e., via Warrington), 
and two unsuccessful schemes of 1836 combined in 1837 and 
obtained the Manchester & Birmingham Railway Act for a 
main line from Manchester to a junction with the Grand 
Junction line near Stafford, and branches to Crewe and Maccles- 
field. The Grand Junction obviously looked with great dis- 
favour on the proposed main line (it had successfully opposed 
a Manchester to Tamworth proposal in 1836) as its share of 
Manchester traffic receipts would be reduced, and when the 
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Manchester & Birmingham was in financial difficulties two 
years later, persuaded that company to abandon its main 
line and concentrate on the Crewe branch. But when that 
line was ready for opening, the Grand Junction adopted 
an autocratic attitude and raised frivolous objections con- 
cerning through traffic; and thus it is not surprising that the 
idea of constructing a line to Manchester which should be 
independent of Grand Junction metals was kept alive, although 
the scheme remained dormant until the 1845 session. 

In 1840, the Grand Junction had strengthened its position by 
purchasing the Chester & Crewe line, but it attempted to 
boycott the Chester & Birkenhead line, which depended 
on exchange of traffic at Chester, as the line between 
Chester and Crewe was its only connection with the main 
railway system. Such was the position in 1843 when the 
often-discussed subject of shortening the journey time to Ireland 
again brought the question of extending the railway from 
Chester to Holyhead to the fore. Both the L. & B. and 
G.J. companies were obviously interested in any extension of 
the railway system which would bring them further traffic, 
and thus, when the Chester & Holyhead scheme lacked ade- 
quate finance, they promised support. But at a critical stage 
the G.J. withdrew its promise on the selfish grounds that the 
Chester & Holyhead proposed to take over the Chester & 
Birkenhead line. Fortunately the required money was forth- 
coming from another quarter, and the Bill was passed in 
the 1844 session. This incident did not improve the relation- 
ship between the L. & B. and G.J. companies, but after a 
dispute about a line to link Shrewsbury with the railway net- 
work, an agreement was reached under which they were each 
to promote or support only new lines in their own territory, 
with Birmingham as the dividing point, and both companies 
along with the Manchester & Birmingham were jointly to 
promote a line from Stafford to Rugby (the Trent Valley 
Railway). 

During i844, however, when the schemes for the 1845 session 
were being prepared, the agreement was broken. The under- 
lying cause appears to have been that the Manchester party 
distrusted the G.J. company because of the latter’s autocratic 
treatment of some small companies. On the other hand, under 
the chairmanship of G. C. Glyn, the eminent banker, the 
prestige of the L. & B. was very high. Hence the Churnet 
Valley scheme—Macclesfield to Tamworth, thus forming an 
alternative route to Manchester avoiding G. J. metals—suc- 
cessfully appealed to the L. & B. for support. The Manchester 
& Birmingham also opened negotiations with the L. & B. for 
amalgamation. The Grand Junction becoming alarmed, ap- 
proached the L. & B., but the Chairman of the latter com- 
pany characterised its proposals as selfish and such that his 
company could not agree to them. 

In these circumstances the Grand Junction turned to the 
Great Western as an alternative means of reaching London 
and the South, and took steps to ascertain the cost of adding 
broad-gauge rails to its system. Captain Huish petitioned Par- 
liament, on behalf of his company, in favour of the broad- 
gauge Oxford, Worcester & Wolverhampton Railway Bill 
(which was supported by the G.W.R.) and against the L. & B. 
scheme for lines in the same district, and also took an active 
part in preparing a scheme (the Birmingham & Oxford Junction 
Railway) to bring the broad gauge to Birmingham. The plans 
of the L. & B., however, received a severe setback, for the 
Churnet Valley Bill was rejected in the 1845 session, whilst 
the Oxford, Worcester & Wolverhampton was passed. It then 
se€ms to have been realised that the lines of the L. & B. and 
G.J.R. were geographically really one line, forming as they did 
a trunk route from London to the Midlands and Lancashire; 
and by the end of November, 1845, such progress with an 
amalgamation scheme had been made that a Bill, which also 
included the Manchester & Birmingham, was deposited for the 
1846 session, and received Royal Assent in July, 1846. 

Incidentally, although Captain Huish, who became General 
Manager of the London & North Western (the title of the new 
company) deserted the Birmingham & Oxford Junction scheme 
and did his utmost to prevent the Bill being passed, Parlia- 
ment sanctioned the line in 1846, and he must later often have 
regretted that his 1845 tactics had brought his ultimate com- 
petitor into Birmingham. 
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LETTERS TO THE EDITOR 


(The Editor is net responsible for the opinions of correspondents) 


Milan-Domodossola Electrification 


3, Lake Close, Lake Road, 
Wimbledon, S.W.19. 
To THE EpiroR OF THE RAILWAY GAZETTE 
Sik,—Further to Mr. Hayward’s letter published in your 
issue dated June 14, I have just returned from Rome by the 
through Wagon Lits to Calais, passing through the Milano- 
Brig section in daylight. All the poles are erected on the 
third rail section beyond Milan, and at a number of stations 
1 noticed stocks of poles awaiting erection. At Sesto Calende 
the foundations for the poles are now being constructed. 
As a point of interest we ran out of steam at Vogona and 
had a hot box; however, we arrived in Victoria on time! 
Yours faithfully, 
RONALD SHEPHARD 


June 22 


Increased Railway Rates 


‘ 24, Lancaster Road, Stroud Green. 
London, N.4. July | 
to THE Epiror oF THE RalLWAY GAZETTE 

Sir,—Your previous articles, and your correspondent, Ash- 
ley Brown, in your June 21 issue, cannot be questioned on the 
accuracy of the statement that the Government, and not the 
railway companies, is responsible for the increased railway 
charges. It is regrettable, however, that such a one-sided view 
is being published in your columns, with the inference that the 
increased charges are not warranted, but are in fact an indica- 
tion of the Government’s inability economically to manage 
railway transport under nationalisation. 

Had the companies full control of the railways, they would 
have no alternative in present conditions than to claim in- 
creased charges, and no doubt would quote extracts from your 
article on page 699 of your June 28 issue to support the justice 
of their claim. It is noticeable that the companies have been 
awaiting anxiously the Minister’s announcement for some time, 
conscious of the position of the railways at the end of the 
control agreement. 

Your columns would have indeed called a different tune had 
the Government released the railways from the control agree- 
ment and left the companies in the position the Minister esti- 
mated, i.e., earning only £34 million during 1946. 

Yours faithfully, 
GEORGE T. SMART 


Railway Fare Anomalies 


25, Bucks Avenue. 
Watford. 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—It would appear that within the next few months the 
London Passenger Transport Board will, in addition to the 
main-line companies, again have increased its fares. It is a re- 
markable fact that when the bright boys of London Transport, 
the L.M.S.R., and the Ministry of Transport put their heads 
together, it never seems to occur to them that their time would 
be well spent if they were to give their consideration to bring- 
ing to an end the very many fare anomalies that exist within 
this area. 

It is sincerely to be hoped that with the advent of 
nationalisation the fares will be calculated on a basis of so 
many miles radius from Charing Cross, instead of as they 
are at present, where one has to tolerate the fare absurdities 
of the different companies, where the fares are calculated each 
on a different mileage basis. 

It is possible to travel to Charing Cross from 
Junction by three different routes, namely: 

Watford Junction (L.M.S.R.) to Charing Cross via Queens 
Park. 

Watford (Met.) to Charing Cross via Wembley Park. 

Watford Junction to Charing Cross via 142 bus to Stan- 
more, thence Bakerloo Line via Wembley Park. 

By the L.M.S.R. and Bakerloo route the fare is 4s.; by 
Metropolitan and Bakerloo 3s. 5d.; and by bus and Bakerloo 
2s. 10d. The difference in travelling time between the first 
route and the last is not, in most circumstances, more than 
10 min. longer. 

To quote another example. Kenton (L.M.S.R.) to Charing 
Cross via Queens Park and Bakerloo, 2s. 4d.; Kingsbury to 
Charing Cross via Wembley Park and Bakerloo, 1s. 8d. In 
addition, the bus fare between Kenton and Kingsbury is 4d. 
return, which makes it still cheapner to travel to Charing Cross 
from Kingsbury. 

All the fares I have quoted are returns. On a recent occasion 


July 3 


Watford 


July 12, 1946 


I had cause to travel to Aylesbury, and being short of time 
booked straight through from Charing Cross. I was charged 
lls. 8d. On looking up the fare from Baker Street to Ayles- 
bury | was annoyed to find that it was 7s. 9d. return; therefore 
the return fare from Baker Street to Charing Cross worked 
out at 3s. !1d. 

I have endeavoured to get an explanation from the London 
Passenger Transport Board, but the Board has disdained to 
reply, presumably because it cannot furnish a_ satisfactory 
answer. 

Yours faithfully, 
A. R. GRIERSON 


Naming Locomotives After the C.M.E. 


Merope, Trevone Bay, 
Padstow, Cornwall. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—Your correspondent Mr. Richards, in the July 5 issue, 
presumably refers to the fact that there is at present no loco- 
motive bearing the name Armstrong or Dean. 

Am I ot right in saying that the former name was carried 
by No. 7, one of the first four 4-4-0 class locomotives on the 
G.W.R., and that the class, rebuilds from an earlier 2-4-0 type, 
was usually known as the “ Armstrong” class? The name of 
William Dean was borne by 4-6-0 No. 100, of course. 

Yours faithfully, 
Cc, R. CLINKER 


U.S.A. Transcontinental Services 


Hampstead. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir.—Your issue of July 5 makes several references to the 
coast-to-coast sleeping car services, which have been started in 
the United States since the end of March last. It seems extra- 
ordinary that the 20th century should have run nearly half its 
course before the American railways introduced these facilities 
for through travel. There is a curiously naif air about some of 
the advertisements which sent the great news round the States. 
One took the form of a personal message from Mr. F. G. 
Gurley, President, Santa Fe Railroad, to travellers, who were 
told that :— 

* This new service .. . enables you to board the Santa Fe 
‘Chief* in Los Angeles and stay right in the same car and the 
same space all the way to New York or Washington.” Mr. 
Gurley went on to say that, later in the year, the “ Super Chief ” 
and “El Capitan,” which have been running twice a week be- 
tween Chicago and Los Angeles, will be operated daily. To 
maintain the daily schedule requires six trains for each service. 
These trains cost upwards of $2,000,000 each and take a year to 
build. They also need modern equipment and specialised staff 
for their maintenance. So, concluded Mr. Gurley, time must 
be allowed to provide new comforts and luxuries for Santa Fe 
patrons. 

There will be plenty of room on the Santa Fe metals for 
additional trains, as in 1945 no more than 9 passenger train 
miles were worked per mile of road per day. The total pas- 
senger train mileage of 29,840,000 was overshadowed by the 
freight train mileage of 40,862,000. Passenger revenue repre- 
sented only 21 per cent. of the total operating revenue of the 
Santa Fe last year. You have called attention repeatedly to 
the sharp decline in passenger carryings on the U.S.A. railways 
between the two wars. Few of the railways showed much 
enterprise in developing passenger business until 1935, when 
diesel-electric locomotives were designed for long runs at high 
speed. 

About the same time, the British railways also became more 
imaginative, but they had kept a better hold on their passen- 
ger traffic; receipts from passengers carried in 1938 were only 
18 per cent. below the level for 1923—a prosperous year. Be- 
fore the war, our railways did not neglect to provide any essen- 
tial link in their services such as the American lines are supply- 
‘ing rather late in the day. 


July 7 


July 8 


Yours faithfully, 
R. BELL 


LOCOMOTIVE WHISTLE GIFT FROM U.S.A.—After the return 
of the “Coronation Scot” train from the U.S.A., the 
L.M.S.R. has installed as works hooter at Crewe Works the 
chime whistle presented by American model railway enthusiasts 
in 1939. If installed in a British locomotive the whistle 
would not clear bridges and, tunnels safely, and it now sounds 
starting and finishing times of work for the staff of the works 
where the “ Coronation Scot ” engine was built. Engraved 
on the whistle is the inscription: “ Presented at Chicago, 
U.S.A., April 2, 1939, as a gesture of goodwill from Ametican 
model railroaders to their British friends.” 
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The Scrap Heap 


ATOM ENGINE INFERIOR TO THE “ ROCKET ”’ 

There is no hope of running by atomic 
energy a heat engine which would be 
even as efficient as Stephenson’s * Rocket ” 
engine, the prototype of modern railway 
locomotion.—Lord Cherwell at the Empire 
Scientific Conference. 

* * * 


Next WEEK'S RAILWAY CENTENARIES 

London & North Western’ Railway 
formed on July 16, 1846, by amalgamation 
of London & Birmingham, Grand Junc- 
tion, and Manchester & Birmingham Rail- 
ways. (The Grand Junction previously ab- 
sorbed the Liverpool & Manchester Rail- 


way.) 

Barrow and Piel to Kirkby Irleth and 
Dalton (15 miles), Furness Rajlway, 
opened for goods traffic July 20, 1846: 


opened for passengers August 24, 1846. 


* * * 


100 YEARS AGO 


From THE RaiLway Times, July 11, 1846 
SP YOUCEUR of FIFTY POUNDS will be 
given to any ge procuring the Advertiser a 
Situation as Superintendent or Overlooker in the Carriage 
Department of a Railway Establishment, for which he is well 
qualified, having previously filled a similar situation. Un- 
ptionable test ials can be given, or security to any 
amount, if required. Address, A. B. 55, Wardour-street, 
Soho-square. 


O RAILWAY DIRECTORS and CON- 
TRACTORS.—RAILWAY SIGNAL LAMPS.—J. 
PIPER, Lamp C tor, 92, Shoreditch, London, begs to 
inform Directors of Railways, and others, that having for 
several years manufactured Railway Signal Lamps, railways 
may be supplied at his I. factory with all descripti of 
Railway, Engine, Hand, and Station Signal Lamps, also 
Carriage-roof and Platform Lamps, at less prices than any 
House in the kingdom. Prices and samples of Lamps for- 

warded on application. 

N.B. Repairs contracted for by the year. 


ITUATION WANTED, as CLERK ata 
Railway Station, or upon a _ works, or where 
an Overlooker is required, by a Middle-aged Man, who has 
been all his life accustomed to parochial matters, and is well 
quainted with t He can produce undeniable 
testimonials, and give security to any amount, if required, 
Addres:, A. B. Post-office, Wragby, Lincolnshire, 


* * * 

The masterful men and women who 
form the platform staff of London Trans- 
port do not forget to inject an occasional 
“please” into their exhortations to rush- 

















hour travellers in deference to the 
“Courtesy Aids Service” campaign. We 
reproduce below a cartoon from Punch 


reflecting how these civilities may appear 
to some of the public. 
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‘* Mind you, the courtesy you get in the 
rush hour is of an altogether rougher and 
more forceful type” 


(Reproduced by permission of the proprietors of “ Punch"’ 
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(38) SOUTH EASTERN RAILWAY. 
ELECTRIC TELEGRAPH, 
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_Wtl/léiae__ STATION. 
> a aera a 2 
uy , - ta 
ao LL? a, om hited ha ye the 2S doy of aoe ses / 
2 
Recerven the following Message :— 
, From T,/) , 
f / 4 y Min) fe 
Now___ > _4 a z Lhté » Name Ee 2 O cathe ea 
Address ___ : | Address___ ke SE 
w No enquiry respecting this Message can be attended to without the production of this Paper. 
LY 1 yw fhe trad Yi #ranee 
Eur Mla ff the bavd 9 Praner, 
/ 7 *2 
yd rd Vz A : 2 os 
W~ ald aot Ke Wore a gh at 
Telegram from Peter William Barlow, Engineer, South Eastern Railway, 
sent from the cable ship laying a cross-channel cable (From the collection 
of Mr. J. Foster Petree). A public telegraph service was operated by the 
S.E.R. until its purchase by the Post Office for £200.000 in January, 1870 
WH? no co-ordinated control except through 
Why not run more trains and avoid the head of the railways who was located 
overcrowding? in Algiers, so that if the exploitation de- 


At the moment there is not the staff to 
man them, and if there were. there are not 
the carriages to make up additional trains. 
War wear and tear and lack of mainten- 
ance means that more than the normal 
number of vehicles is out of service 
“under or awaiting repairs.”.—From “ The 


L.M.S. Answers Your Questions.” 
* *~ * 
No ACCIDENTS IN 47 YEARS’ TRAVEL 


A G.W.R. guard who has visited practi- 
cally every one of the company’s 1,600 
stations in the course of his duties, retired 
on June 15, after 55 years’ service. He is 
Mr. E. H. Shelley, 
who became a guard 
in 1899, after begin- 


ning his railway 
career as a_ signal- 
man. Mr. Shelley 


well remembers sig- 
nalling three broad- 
gauge engines 
coupled together on 
their way from 
Westbourne Park to 
Swindon in May, 
1892, after the gauge 
conversion, forming 
the last broad-gauge 
“train” to run on 
G.W.R. metals. In 
travelling many hundreds of thousands of 
miles since he became a guard, Mr. Shelley 
has never been involved in an accident of 
any sort. 


From “ Company 


* * * 


* STATE-OWNED ROADS A HANDICAP TO 
RaiL SOLDIERS ” 

The primary difficulties of the Military 
Railway Service in North Africa and 
Europe arose from the necessity of deal- 
ing with State-owned railways which were 
“necessarily inefficient.” Major-General 
Carl R. Gray, Jr., Vice-President of Public 
Relations, Chicago & North Western Rail- 
way, and formerly Director, United States 
Military Railway Service, declared in a 
recent address before the Chicago chapter 
of the Army Transportation Association. 
. . .When the United States Army moved 
into North Africa there was found to be 


Some people think arguments 
sharpen their minds. Actually, 
arguments only sharpen your 
temper and dull your influ- 
ence with others. There’s no 
need to be a “yes-man” and 
agree with everyone. But ar- 
guing with them merely wastes 
time and convinces nobody. 


Manners ”’ 


partment offered a trainload of freight for 
movement, the traction department could, 
and often did, decline to furnish a locomo- 
tive to move it. As there was no local 
authority in charge of running the railway, 
an appeal to the head of the system (the 
president) was necessary to start the train 
moving.—From “ Railroad Data.” 


* * * 

SAWDUST CAESAR 
Speaking of the attempts of the Govern- 
ment to rush legislation through Parlia- 
ment, Mr. Oliver Stanley, M.P., recently 
referred to Mr. Herbert Morrison as “ that 


Where do arguments get you? 





tssued by 


the New York Central System 


Sawdust Cesar of the Labour Party.” The 
description “Sawdust Cesar” has been 
used previously as the title of a book on 
Mussolini. Mr. Morrison himself, of 
course, has declared himself in favour of 
the maypoles of Merrie England rather 
than the bread and circuses of Ancient 
Rome as an alleviation of our present dis- 
contents. 
* * x 


New L.N.E.R. CHAIRMAN? 

Mr. Austin Kavanagh, Vice-Chairman of 
the L.N.E.R. Stockholders’ Association, 
said in London last night: “ We challenge 
the N.U.R. to take a ballot of its members, 
and the L.N.E.R. chairman, Mr. Kenneth 
Scott Adie, says that if there is a majority 
for nationalisation, he will pay £100 to 
the L.N.E.R. Staff Benevolent Fund.”— 
From “ The Daily Mail.” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents; 


INDIA 


Monorail System at Jamnagar 

A monorail track, 10 miles long, was 
opened by the Jam Saheb at Jamnagar on 
May 27. The track consists of a single 
rail fixed in the centre of a concrete strip 
4 ft. wide. The rail constrains the vehicles 
to move on the concrete track, which takes 
the load and provides adhesicn. The loco- 
motives are powered by diesel engines and 
allow for average speeds of 30 m.p.h. with 
100-ton loads. The system of transport 
was invented by Mr. Clifford Skelton when 
he was engaged on relief work in Marwar. 

Ceylon Returning Loaned Wagons 

About 90 of the 250 railway wagons, 
loaned to Ceylon by India during the war, 
have already been returned to India. Be- 
cause the Ceylon Government Railway is 
very badly handicapped by shortage of 
wagons, the railway authorities have not 
yet decided when the balance of the 


of the consultative committee, and agreed 
to meet them again in order to hear their 
views. 

Recently, when the Minister announced 
his intention of reviewing the position in 


the light of the Public Service Inquiry 
Commission’s report, he indicated that it 
would cost considerably more than 


£1,000.000 to adjust the rates of pay to 
the scales of the public service, and that 
it would be necessary to increase railway 
charges in certain directions. (See The 
Railway Gazette of June 14.) In 1944, 
when railway scales were reviewed for 
all members of the staff in receipt of in- 
comes below £735 a year, nothing was 
done for officers in the higher grade 
groups, while some of the public service 
recommendations, if applied to the rail- 
ways, would require a certain measure of 
review also for some of the grades below 
£735, 

The 


Minister’s difficulty lies in the fact 


July 1946 


£900,000 has been set aside, to provide 
24 platforms in place of the 14 now avail- 
able. Two more lines will be laid between 
the city and Maitland, and the Cape Flats 
line between Athlone and Retreat will be 
doubled. Another new double track will 
be laid to the Sturrock Dock. The re- 
building of Cape Town Station will be used 
as an opportunity to introduce the latest 
type of overhead electrical equipment, and 
eventually all trains south of Belville will 
be electrically hauled. New running sheds 
in the Salt River’ Vlei will cost £335,000, 
and workshop plant is expected to cost 
an additional £30,000. A new 16-storey 
office building will house the Cape Town 
railway headquarters. 


PALESTINE 


Attempts to Disrupt Communications 

In an attempt to isolate Palestine, con- 
certed and widespread atiacks were made 
on June 16 on railway and road _ bridges 
which link Palestine with the neighbour- 
ing countries of Egypt, Trans-Jordan, and 
Syria. [Brief reference to these terrorist 


Attacks on Railway Structures in Palestine 





The damaged Yarmuk bridge on the line from 
Palestine to Trans-Jordan and Syria 


wagons will be returned. The wagon posi- 
tion in Ceylon is expected to remain acute 
until the arrival of new wagons which 
have been ordered from Australia. The 
wagons were obtained on loan from the 
Indian Railway Board two years ago. It 
is understood that the Ceylon Government 
Railway has to pay for the wagons at the 
rate of two rupees per wagon a day, in 
addition to the freight charges to and 
from India. 


SOUTH AFRICA 

Higher Railway Salaries 
The Minister of Transport met the 
members of the consultative committee of 
the railway staff associations in Cape Town 
recently. After reminding the committee 
that conditions of pay and service on the 
railways had been revised in 1944 in re- 
spect of those grades of the staff in 
categories below £735 a year, Mr. Sturrock 
said that the report of the Public Service 
Inquiry Commission had made a_ review 
of these railway scales necessary. It was, 
he emphasised, desirable to maintain parity 
between public service and railway rates of 
pay, and adjustments to this end would 
have to be made. The Minister submitted 
revised rates of pay for the consideration 


has risen by about 
to be found than 
before the war, mainly owing to cost of 
living allowances, which account for 
£8,000.000 in the increased salary bill of 
£4,500,000 in 1944, and the higher operat- 
ing and maintenance charges. Railway 
charges were increased by 10 per cent. in 
1944, but this revenue has been absorbed 
entirely by the improvements in wages 
and conditions effected at that time. The 
South African Railways & Harbours 
ended the last financial year with a deficit 
on the year’s working of nearly £1.902,000. 


that, while 
£14,000.000, 


revenue 
more has 


Cape Suburban Train Service 
As soon as supplies become available, 
the Cape Peninsula suburban train system 
will be re-organised. New rolling stock, 
overhead equipment, sheds for repair and 
maintenance, additional tracks, and a new 
station at Cape Town are planned. It is 
expected that the work will be completed 
in five years. Suburban trains from Cape 
Town to Simonstown. Belville, and the 
Cape Flats carry 75,000,000 passengers a 
year, which is almost double the number 
carried in 1939. Even with 670 trains a 

day. the service is severely overtaxed. 


Plans for the re-organised system include 
at Cape Town, for which 


a new station 


" 
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Interior of railway workshops at Quishon after 
an attack by terrorists 


activities was made in our June 21 issue. 
-Ep., R.G.]. The ferro-concrete bridge 
at Wadi Gaza, on the main line between 
Haifa and Kantara, was damaged by ex- 


plosives. The damage is repairable and 
temporary cribbing has been erected to 
maintain the scheduled services between 


Palestine and Egypt. 

The railway bridge near El Zib, on the 
Haifa-Beyrouth-Tripoli line, a small-span 
steel structure, was similarly damaged by 
explosion. The damage, much more ex- 
tensive in this case, is repairable, and the 
services have been maintained by the erec- 


tion of temporary cribbing. 
The Yarmuk Bridge, which spans_ the 
River Yarmuk between Samakh and El 


Hamme and is a vital link between Pales- 
tine, Trans-Jordan, and Syria, was blown 
up and very extensively damaged. All 
goods and passenger through services be- 
tween Palestine, Trans-Jordan. and Syria 
have since been disrupted. 

The important pipe traffic in connection 
with the construction, by the Iraq Petro- 
leum Company, of the second pipeline 
from Kirkuk to Haifa, has in consequence 
been held up, but arrangements are in 
hand to ensure the movement of the traffic 
by rail as far as Samakh, and thence by 
road to El Hamme. From El Hamme on- 
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wards to Mafraq, the main depot of the 
iraq Petroleum Company in Trans-Jordan, 
the line is intact. 

Sabotage also occurred at various other 
points on the main line where explosives 
were placed under the track. In one 
instance a goods train passed over a land 
mine which had been placed in the section 
between Kafr Jinis and Ras El Ein. The 
charge exploded only after the train had 
cleared the spot. The train had a full 
load of bulk oil in cistern wagons. 

In conjunction with these attacks, several 
road bridges providing communications be- 
tween Palestine and the neighbouring coun- 
tries were also destroyed, among them the 
Allenby Bridge, which is the main link 
between Jerusalem and Amman. 


Attack on Railway Workshops 

These acts of sabotage were followed on 
the night of June 17 by a daring attack 
on the railway workshops at Quishon in 
Haifa Bay. Terrorists forced an entry 
into the area with hand grenades and auto- 
matic fire. While some of them engaged 
the guards, others went into the workshops, 
where they placed explosives and incen- 
diary bombs. Extensive damage was done 
by fire and explosion to the roof and walls 
of the machine shop; air compressors in 
the erecting shop and the locomotive 
traverser control house, in the yard outside 
the shop, were completely wrecked. Dam- 
age, beyond repair in certain cases, was 
caused to very valuable plant such as 
tube-cutting machines, capstan and turret 
lathes, and other machines. 

Bombs were also placed by the attackers 


Publications Received 


_ Ulster Today.—A_ booklet under this 
title has been issued, gratis, by the 
Government of Northern Ireland, pro- 


fusely illustrated with views of all phases 
of life in Ulster. Readers who have 
visited Ulster will know already something 
of its scenic beauties, industries, and 
people; this publication is both to supple- 
ment this knowledge and an invitation to 


others to “come over and see us.” 
Although the sea separates physically 
Great Britain and Ulster, together they 


form the United Kingdom, and they are 
a single fiscal and economic unit; there 
are no trade or Customs barriers between 
the two. Ulster offers opportunities to 
the enterprising industrialist, the tourist, 
and those who would like to make Ulster 
their home. Copies of the booklet may be 
obtained from the Ulster Office, 21, 
Cockspur Street, London, S.W.1. 

The Post Oifice Went to War. London, 
1946: His Majesty’s Stationery Office, York 
House, Kingsway, W.C.2. 9 in. x 7 in. 
96 pp.. Hllustrated. Price Is. 3d.—The 
official narrative of the Post Office in war- 
time is written by Ian Hay, whose gifts 
of graphic and entertaining description will 
undoubtedly make the work of this vast 
and highly complex organisation under- 
stood and admired by the least technical 
reader. His account of the daily work 
the Post Office undertakes enables the 
formidable difficulties of maintaining its 
services amid the abrupt and dramatic 
accidents of war to be appreciated to the 
full. The destruction of the Central Tele- 
graph Office and the adjacent automatic 
telephone exchanges in the air raid of 
December 29, 1940, and the restoration 
of the more important communication 
facilities in less than ten days, is a case 
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on the shop floor, and a large bomb was 
hoisted on to the carriage of an overhead 
electric crane in the erecting shop, some 
30 ft. above floor level. 

The approaches to the workshops had 
been mined, and the fire engine of the 
Haifa Municipal Fire Brigade, which had 
rushed to the scene soon after the attack, 
ran into a mine and was wrecked. Several 
members of the crew were injured. In 
the subsequent engagements between the 
attackers, the Military, and the Police, I> 
terrorists were killed and many wounded 
and captured. The attackers must have 
been seriously interfered with in the exe- 
cution of their plans, as many bombs were 
not exploded before their hurried depar- 
ture. These were rendered harmless and 
removed as soon as access to the building 
was gained. 


UNITED STATES 
Railway Exporting Corporation 

An export trade association to handle 
foreign sales and shipments of goods 
wagons and equipment has been formed 
by seven railway manufacturers and ex- 
porters. The new association, which }:as 
filed papers under the Export Trade Act 
with the Federal Trade Commission, will 
be known as the Railway Car Export 
Corporation. It will be specifically in- 
terested in exporting wagons of 10 metric 
tons or more inc capacity, and parts, equip- 
ment, and accessories. 

The export corporation was formed by 
the following companies: American Car 
& Foundry Export Company; Magor Car 
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Export Corporation; Pullman-Standard 
Car Export Corporation; General Ameri- 
can Transportation Corporation; Green- 
ville Steel Car Company; Pressed Steel Car 
Company; and Ralston Steel Car Com- 
pany. The association will have offices 
in New York and Washington. 


NEW ZEALAND 


Five-Day Week for Railwaymen 

The New Zealand Railways Tribunal 
has decided in favour of a five-day week 
of forty hours for employees of the Rail- 
ways Department. The decision provides 
that the ordinary hours of duty each week 
shall be not more than five shifts, of not 
more than eight hours a shift, Sunday ex- 
cluded; or where more than eight hours 
ordinary time a shift may be worked under 
the existing conditions of employment, the 
ordinary hours shall not exceed forty 
weekly in not more than five shifts, Sunday 
excluded. 

Where an employee, having actually 
been on duty for five shifts, is called 
upon to be on duty for another shift in 
the same week, he shall be paid in addi- 
tion to salary or the guaranteed weekly 
wage, at the rate of time and a half for 
four hours and double the rate thereafter. 
The minimum for any employee required 
to be on duty for a sixth shift is to be 
four hours at rate and a half. 

The order does not apply to employees 
whose conditions are governed by an in- 
industrial agreement or award, or to a 
special call-out duty unless the employee 
has already been on duty for five ordinary 
shifts in the same week. 





in point. In addition to its achievements 
of improvisation in such crises, the Post 
Office is to be congratulated on the 
measures it took before the war to provide 
alternative facilities for maintaining essen- 
tial services in the event of large-scale 
devastation. and on its own trained fire- 
fighting staff, as a result of whose efforts 
in many blitzed towns the local Post Office 


was the only building standing amid a 
waste of ruins on “the morning after.” 


Together with the maintenance of the 
telephone, telegraph, and wireless systems 
essential for the communications of “ key 
men,” Very Important Persons, and the 
like, the Posi Office deserves the thanks 
of many millions more for its postal ser- 
vices to the Forces, and the Army Post 
Office deservedly has a chapter to itself. 
Aluminium Research.—We 
ceived from Aluminium Union Limited, 
Grosvenor House, Park Lane, London, 
W.1!, a copy of a brochure describing and 
illustrating the research laboratory at 
Kingston, Canada, controlled by its asso- 
ciated company, Aluminium Laboratories 
Limited, which was incorporated in 1936 
to direct research and to correlate the 
technical activities of the Aluminium 
Limited group of companies. The labora- 
tory at Kingston is divided into eight main 
departments, and in the selection of appa- 
ratus and in the layout of facilities, scien- 
tists and technicians have at their dis- 
posal the most modern equipment avail- 
able for the systematic investigation and 
development of light metal alloys. The 
importance which this group of com- 
panies, among the largest producers of 
aluminium in the world, attaches to re- 
search is shown by the fact that it has, 
in addition to the research laboratory 
described in this brochure, a_ similar 
laboratory at Banbury, Oxfordshire, which 


have re- 


recently resumed its activities, and a third 
at Arvida, Quebec Province, Canada. 


Dual Purpose Screens and Helmets for 
Are “Welding —We have received from 
Murex Welding Processes Limited, of Wal- 
tham Cross, Herts, a four-page leaflet 
dealing with the company’s dual-purpose 
screens and helmets for arc welding. Both 
screens and helmets are made of bakelite 
laminated fabric sheet, which has impor- 
tant shock-resisting and non-hygroscopic 
properties, the latter affording a great ad- 
vantage over fibre. The screen has a glass 
holder in which both the protective cover 
glass and the coloured glass are fitted; the 
latter is brought into and out of position 
by a lever operated by the thumb of the 
welder. The helmet has a somewhat 
similar holder, operated by an external 
knurled knob. An adjustable headband 
enables the helmet to be swung above the 
head and retained there. 


Jessop-Saville Special Alloy & Tool 
Steels—We have received a copy of ihe 
112-page catalogue of special alloy and 
tool steels issued jointly by William Jessop 
& Sons Limited and J. J. Saville & Co. 
Ltd., of Sheffield. After a brief note on 
the importance of steel in post-war recon- 
struction, a foreword gives a short history 
of the two associated companies (the firm 
of Jessop was founded in 1774) and an 
account of their war work. Further in- 
formation deals with important points in 
the heat treatment of alloy and tool steels: 
and also with the available qualities of 
carbon tool steel. The main portion of the 
catalogue gives, in tabulated form, the com- 
position, heat treatment and properties, 
salient features, and typical uses of steel 
for a wide range of applications from tool 
and die making to valve and magnet pro- 
duction. 
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Improvised Buffet Cars on British Army Continental 
Leave Trains 


Converted German coaches provide new facility between 


Germany and 


the Channel Ports 


[XN May, 1945, it was decided that it 

would be an advantage to run buffet 
car services on leave trains for British 
Army of the Rhine personnel, to supply 
light refreshments to troops during the 
long and tedious rail journey to the ports 
of Calais, Hook of Holland, and Cux- 
haven. 

One coach was converted at the Belgian 
National Railways workshops at Schaer- 
beek by one of the Transportation Rail- 
way Workshop Companies, but did not 
prove a success, chiefly because of lack 
of materials for conversion, and the fact 
that coaching stock was so scarce that it 
did not warrant reducing seating accom- 
modation. 


It was a normal type of straight 
counter with four serveries, similar in 
some respects to the buffet cars run 


for the troops in England. Some diffi- 
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culty was experienced in finding suitable 
water heaters for making hot drinks, and 
it was eventually decided to use paraffin 
heaters, such as the Navy, Army & Air 
Force Institutes had in use in some mobile 
canteens. The installation of buffet car 
services, however. was shelved for the 
time being, in view of lack of staff to run 
them and as a number of the leave trains 
were non-corridor stock. 

In January of this year the question of 
supplying buffet cars was brought up again 
and designs were prepared for approvai. 
As it was not intended that personnel 
should remain in the buffet car to consume 
their light refreshment, it was decided to 
adopt a curved counter design, one at 
each end of the coach, with the water 
heaters in the middle. The counter was 
to be set back sufficiently to allow person- 
nel to proceed outside a rail and up 
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to the counter, where they would obtain 
what they required and continue in even 
flow along the inside of the rail back to 
their carriages. 

With such a design the buffet cars can 
be placed in the middle of the train, and 
with the minimum of control, personnel 
from one carriage from each end of the 
train can proceed to the buffet cars, ob- 
tain their requirements, and return to their 
carriages without having to pass other 
personnel in the corridors. Coaching stock 
for conversion was supplied by the Con- 
troller General of Railways from disused 
German ambulance trains, and Head- 
quarters. B.A.O.R., in consultation with 
N.A.A.F.I. Headquarters, decided on the 
eventual design. The work of conversion 
was undertaken by a German furniture 
manufacturing firm, under the supervision 
of a Transportation Railway Workshop 
Company. 

Numerous difliculties were encountered, 
chiefly in the supply of materials, as it was 
necessary to obtain various items from dif- 
ferent parts of the country in the British 
Zone. N.A.A.F.I. helped with the supply 
of certain materials. The work could not 
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Artist's impressions of interior of buffet cars, showing serving arrangements 
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be undertaken by the Reichsbahn, under 

ies 7 . a oe > § arVisi 7 > 6, 1e al 

+—--3 - -= the supervision of the Controller Genera 

f r "a of Railways, as its workshops were over- 
( | “ loaded with carriage and wagon repairs, 
Lf | \ resulting from the very effective attacks 
eae tt! 1 on rolling stock and workshops by the 


3 ‘© > R.A.F. during the campaign. 
; aT Extra water tanks had to be fitted to 
\ 


cut out any forced stops for refilling the 
existing tanks in these coaches. They were 
designed to fit in the curve of the roof, 
over the bogies at each end of the coach, 
sO as not to interfere with the riding 
stability of the coach. 

Sufficient heating arrangements for 
eo water also presented great difficulties, 
as no electricity was available because of 
the limited supply of components for 
fitting to the carriages. Oil gas was not 
available, as no oil-gas works was in pro- 
duction in the British Zone: in any case 
the Reichsbahn was biased against the use 
of oil gas on traigs because of several 
serious accidents which had occurred just 
before the outbreak of war. 

















300 GAL. 







x) 
NN 


WATER TANKS TOTAL CAPACITY 
10 

















GANGWAY 








‘OUT’ GANGWAY 


ON 


Use of Paraffin Heaters 

The use of propane gas for heating was 
studied, but, although supplies of this gas 
were available, no cylinders or burners 
could be obtained, with the result that 
paraffin heaters as supplied by N.A.A.F.I. 
were adopted again. Although these are 
not all that can be desired, with their 
limited capacity and the time they take 
to bring water to the boil from cold, the 
trouble is overcome by N.A.A.F.I. pro- 
viding tea and coffee already made in ther- 
mostatic urns at starting points; sufficient 
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. = — | * Ses interior construction of the buffet cars are 
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, Ie Ss us recent development in Germany. It is 
' 3! li x made of common deal battens, about 14 

| es in. by } in., which are sewn together with 
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string in a machine. A thin sheet of 
glue is placed on each side of the battens 
with an appropriate timber facing piece, 
of oak, beech, or whatever is required, 
about + in. thick on each side. The whole 
is placed in a steam-heated press, resulting 
in a strong plywood about 1 in. thick, 
which can be bent easily to required curves 
under steam-heated rolls. The interior is 
finished in a yellow shade, and the exterior 
is brown with the red and blue shield of 
the British Army of the Rhine in the centre 
of each side, and underneath. the words 


* Buffet Car.” 





oh — 
Smee 
’ 

( UR 
= | 
a 

‘o 
nl 
Pee 


2.6" 
‘ 


pars fn curs 
\ 





ele 


SERVING SPACE 





6'.8" 

HELVEIS 
SECTION THROUGH 
COUNTER 

















ole 


Interior Arrangements 

At one end of the buffet car is a store- 
room, with a sliding door into the passage- 
way of the coach and swing doors leading 
into the area behind the counter, with cup- 
boards and shelves. At the other end is 
a compartment with washing-up facilities, 
table and cupboards, etc., for storing and 
preparing food. The backs of the counters 
are fitted with shelves and cupboards with 
sliding doors. 

The middle compartment of the car 
is lined with steel sheets to give protection 
against fire and is fitted with two paraffin 
heaters, mounted on an angle-iron frame- 


] / Co JE work, and a water gauge. The connection 
| | — = for the water gauge is taken off a pipe 
mt | Ke ¥ which connects all four tanks in the roof 


= eenemmeoemeaes:| +) , : 
‘a i+ | Pe t of the vehicle. The floor of the middle 
‘ 7 compartment is tiled, with a main drainage 
| 1 ¥ : to take away any overflow from boilers 
—t be ( and spillage. 

a . + * 
a The first two buffet cars were put into 
4 service or April 15, 1946, between Krefeld 


Diagram and plan showing general arrangements and dimensions of buffet cars 
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Counter showing gangways divided by tubular 


railing 


and Minden, and the next two on May 7, 
1946, on the Flensburg-Cuxhaven leave 
service. The success of the first four 
buffet cars has been such that it has been 
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decided to construct another eight. 
Eventually, therefore, all long journeys, 
covering leave, release, and duty trains, 


will be supplied with buffet cars, and there 
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Service space and arrangement of the 


counter 


will be some available also for trains for 
the movement of the families of married 
servicemen when these arrangements are 
in regular operation. 








Evolution of a Suburban Tank 


A 4-6-4 type for Western Australia, developed from a 





Engine 


North British design 


of 1912 





HE issue to traffic during April this 
year of the new “ DD” class subur- 
ban 4-6-4 tank locomotive introduces the 
fourth generation of this type of engine 
on the Western Australian Government 
Railways. The first type in the series, 
known as the class * D,” is still to be seen 
making a useful contribution to hauling 
power in the State. The original engines 
were built in Scotland by the North British 
Locomotive Co. Ltd., and made their first 
appearance in Western Australia in 1912. 
Their range of operation was limited but 
they gave excellent service on goods and 
passenger trains in and around the subur- 
ban area. 
When greater tractive effort became 
necessary, the engines were rebuilt with 
larger cylinders, superheaters, and other 


reclassified ‘ DS.” 
increased the 


and 


improvements, 
These alterations not only 
tractive effort, but reduced fuel and water 


consumption so that the range of the 
engines was extended. The converted 
engines gave many years of useful service. 

Further demands on motive power called 
for new construction, and the original 
“D” class was taken as the basis for a 
design with higher »ower, increased fuel 


and water capacities, and improved 
acceleration. The new engines, known as 
class “DM,” were built primarily as a 


general-purpose type, although they have 
proved their worth on suburban passenger 
schedules. They are equally effective for 
heavy suburban goods haulage and for 
country passenger runs up to 115 miles. 

Although these three series of utility 


engines gave creditable service wherever 
they were placed, the Railway Department 
was not. satisfied, and from the sound 
principles of its predecessors the class 
“DD” was evolved. The “DD” engine, 
although retaining the power and range 
of the “ DM,” has been modified to meet 
specific suburban requirements. The valve 
gear has been designed to give rapid 
acceleration, and special bogies have been 
provided, suitable for fast running. The 
principal dimensions of the new “DD” 


class 4-6-4 tank engines are shown 
below:— 
Cylinders, dia. and stroke 18 in by 23 in. 
Coupled wheels, dia. 4 ft. 6in. 
Adhesive weight ... 39 tons 
Boiler pressure... oP ... 160 Ib. per sq. in. 
Tractive effort at 85 percent.b.p. 18,768 lb. 
Heating surface (evaporative) 972 sq. ft. 
Grate area is a 18-63 sq. fr. 
Coal capacity ; ; 5 tons 
Water capacity... ES 1,820 gal. 
Weight in working order 71-9 tons 


The new engine, while adhering to the 
basic principles of the original “*D” class, 
has al) the modern refinements necessary 
for the specialised field in which it will 
operate, and it is expected that it will 
prove even more successful under modern 
conditions than its three predecessors. Ten 
more engines are to be built under the 
railway rehabilitation programme, which 
provides, also, for the remaining nine 
engines to follow at the rate of one every 
three weeks. 


| | 
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CONTROL OF NON-FERROUS METALS.— 
The Ministry of Supply announces that 
the Control of Non-Ferrous Metals (Nos. 6 
& 18) (Cadmium) Orders, 1941-45, have 
been revoked by the Control of Non- 
Ferrous Metals (No. 23) (Cadmium) (Revo- 
cation) Order, 1946. The 1946 Order re- 
vokes the only Orders made by the Mini- 
stry of Supply under the title “Control 
of Non-Ferrous Metals (Cadmium) ” which 
regulated the acquisition, disposal, and 
price of cadmium. 
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Petrol-Driven Permanent Way Tools 


new model of the John Bull petrol engine, with flywheel magneto, achieves 
reduction in weight and mechanical improvements over earlier types 





John Bull petrol engine ana drilling gearbox mounted in special clamp 
for drilling rails 


T HE substitution of a flywheel magneto 

for the battery ignition formerly used 
with the John Bull petrol engine and its 
accessories for permanent way work, has 
resulted in a saving of approximately 
24 |b. in the weight of the equipment. 
Further improvements have now _ been 
made in the cooling system, enabling the 
engine to run continuously, and in the 
silencer, effecting a 60 per cent. reduction 
in noise. The John Bull engine and its 
associated tools for drilling, sawing and 
grinding rails, and for sleeper-boring and 
coach-screwing, is in use on all the British 
main-line railways, the London Passenger 
[ransport Board, and on numerous over- 
seas, American, and Continental systems. 
It is made by the Howard Pneumatic 
Engineering Co. Ltd., Fort Road, East- 
bourne, Sussex. 

The engine is a two-cylinder two-stroke 
of 14 h.p., with detachable cylinder heads, 
and the reduction in weight of the latest 
type of equipment arises from the use of 
a flywheel magneto in place of the accumu- 
lator and battery box formerly required 


for the coil ignition of earlier models. A 
separate tank with flexible connecting hose 
is provided for the fuel and lubricant (a 
petrol-oil mixture), and is used for all 
operations except sleeper-boring. This 
tank can be supported at a suitable height 
above the engine to provide gravity feed, 
and since the carburettor can be rotated 
to keep the float chamber always vertical, 
the engine can be used in any position. 
The sleeper-boring and coach-screwing 
equipment is mounted in a weldless steel 
tube frame, as shown in the illustration 
on the right, with the petrol tank fixed to 
the frame. 

The engine weighs only 56 lb. complete. 
Fuel consumption is a gallon of petrol 
and half a pint of oil for a whole day’s 
work. The running speed is 6,000 r.p.m. 
light or 3,000 r.p.m. under load.  Start- 
ing is by means of a lever and quadrant. 
The engine is normally coupled to the stan- 
dard gearbox which is used for drilling 
carbon rails and for the saw. A taper 
socket on the driving shaft accommodates 
the drilling bit or the saw attachment as 





coupled to a lightweight sawing attachment, driven from 
the same gearbox as used for drilling 
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required. For drilling manganese ;ails 
the standard gearbox is replaced by a 
special reduction gearbox giving a drilling 
speed of 65 r.p.m. The changeover of 
gearboxes can be effected in five minutes. 
A positive clutch now replaces the former 
friction type. 

When drilling rails the engine and gear- 
box are mounted in a clamp designed for 
rapid attachment .to the rail, and pro- 
vided with jigs to suit any size holes or 
sections of rail. The average output of 
the equipment when drilling fishplate 
holes in 95-lb. B.S. rails is 100 14-in. dia. 
holes a day. 

The new lightweight sawing attachment 
supplied for use with the engine weighs 
only 105 Ib.. and will cut through a 
95-lb. B.S. rail in 8 to 10 min. It wili also 
cut through M. steel sections up to 6 in. 
by 4 in. The saw is easily mounted on 
the rail, and held in position by one 
tightening screw. 

For grinding rails or welded work, a 
flexible shaft can be connected to the gear- 
box in place of the drill or saw, and used 
to operate a grinding wheel. In_ these 
circumstances the engine is supported on 
a three-legged base in the 6-ft. way. A 
steel wire scratch brush can be fitted in 
place of the grinding wheel for purposes 





Portable sleeper-boring and coach- 
screwing plant for two operators 


such as cleaning rust off structural work 
before repainting. 

The engine is also supplied in a port- 
able sleeper-boring and coach-screwing 
plant consisting of a steel frame to ac- 
commodate the engine, petrol tank, and 
controls, and a two-spindle gearbox for 
the boring and screwing tools. The com- 
plete equipment weighs 110 Ib.. or if 
required for sleeper-boring only, when a 
single-spindle gearbox is fitted, the weight 
is 94 Ib. An adjustable spring slipping 
clutch is incorporated in the screwing 
chuck to prevent overscrewing. A light 
frame stand is supplied to support the 
equipment when not in use or when chang- 
ing augers. 


LONG WELDED RAILS FOR LONDON 
TRANSPORT WESTERN EXTENSION.—Rails 
300 ft. long, for use on the Western Ex- 
tension of the Central Line from North 
Acton to Greenford, have been welded at 
the London Transport Lillie Bridge work- 
shops, Fulham. During the next three 
weeks they will be transported daily, eight 
at a time, by a special G.W.R. train from 
Lillie Bridge to Park Royal. London 
Transport engineers will instal the rails. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. T. E. Argile has been re-appointed 
i permanent member of the Railway Rates 
Tribunal for a further period expiring cn 
June 30, 1949. 





Mr. Sidney Garcke has resigned the 
Chairmanship of the Aldershot & District 
fraction Co. Ltd., East Kent Road Car 
Co. Ltd., Maidstone & District Motor Ser- 
vices Limited, and Southdown 
Motor Services Limited. He is 
succeeded as Chairman of the 
first--named by Mr. W. T. James, 
and as Chairman of the other 
three companies by Mr. R. P. 
Beddow. 





We regret to record the death 
in New Zealand on April 24, at 
the age of 88, of Mr. Edward 
Newman, C.M.G., a member of 
the New Zealand Government 
Railways Board, 1931-36. 

The Minister of Transport has 
appointed Mr. J. E. Cardell to be 
Divisional Road Engineer, Mid- 
land Division, in succession tc 
Mr. C. G. Mitchell, who retired 
on June 30. Mr. E. O. Blunden 
has been appointed Divisional 
Road Engineer, North Midland 
Division, in place of Mr. Cardell. 





SOUTHERN RAILWAY STAFF 
CHANGES 

Traffic Department 

R. E. Sinfield, Divisional 

Dover, to be 

Superin- 


Mr. 
Marine Manager, 
Assistant Continental 
tendent, Victoria. 

Mr. H. J. Bourn to be Pas- 
senger Assistant to Continental 
Superintendent. 

Mr. S. J. Grant to be Freight 
Assistant to Continental Superin- 
tendent. 

Civil Engineering Department 

Mr. R. R. Foxlee to be Assis- 
tant New Works Engineer. 

Mr. G. C. Hewison to be Assis- 
tant for New Works. 

Mr. E. A. Rampton to be Staff 
Assistant, 

Mr. R. A. Hamnett, Assistant 
to Divisional Engineer, Eastern 
Division, to be Assistant to 
Engineer, Western Division. 

Mr. C. J. George to be Assistant tc 
Divisional Engineer, London East. 

Mr. D. G. Williams to be Assistant to 
Divisional Engineer, Southern Division. 

Mr. C. A. Gordon to be Assistant to 
Divisional Engineer, Eastern Division. 

Mr. K. S. Martin to be Assistant to 
Divisional Engineer, Ceniral Division. 

Mr. A. W. Sheldon to be Assistant to 
Divisional Engineer, London East. 

_Mr. G, Mann to be Assistant to Divi- 
sional Engineer, London West. 

Mr. G. F. George to be Personal Assis- 
tant to Chief Civil Engineer. 


Docks & Marine Department 
Mr. S. H. Isaac, Assistant Divisional 
Marine Manager, Dover, to be Divisional 
Marine Manager, Dover. 


Labour & Establishment Office 
Mr. T, A. Rush, Chief Clerk, retired on 
June 1. 
Mr. H. C. Lang, Personal Assistant, 
to be Assistant to Chief Officer for Labour 
% Establishment. 


Divisional! 


Mr. J. F. C. Reynolds, C.LE., M.C., 
A.M.1I.Mech.E., General Manager of the 
South Indian Railway. who, as recorded 
in our January 11 issue, has been elected 
President of the Indian Railway Con- 
ference Association for 1946-47, was born 
in October, 1893, was educated at Lancing, 
and was apprenticed to the Great Western 
Railway at Swindon. Mr. Reynolds served 
as a trooper in the Wiltshire Yeomanry 
from August, 1914, and went to France in 





Jo Pe &. 


Reynolds 


Elected President, Indian Railway Conference 
Association, for 1946-47 


the 38th Division Cavalry Squadron in 
1915. After being commissioned in 
the A.S.C. in 1917, he was _ posted 
to the mechanical transport attached 
to the Garrison Artillery. He was 
awarded the M.C. and _ later was 
appointed an Inspector of Mechanical 
Transport. On demobilisation in 1919, 
Mr. Reynolds joined the South Indian 
Railway as an Assistant Mechanical Engi- 
neer, and in March, 1929. was confirmed in 
the rank of Deputy Chief Mechanical En- 
gineer. During that period he advocated 
and initiated a scheme of reorganisation, 
whereby the Transportation Department 
controlled and arranged the supply of 
power from day to day, while the Mechani- 
cal Department retained responsibility for 
the maintenance of locomotives and stock 
in running sheds and shops. After being 
appointed Chief Mechanical Engineer in 
1931, he was transferred to the post of 
Chief Transportation Superintendent, and 
became General Manager in January, 1941. 


Mr. H. H. Merrett has joined the board 
of Stephenson Clarke Limited. 


Dr. L. Douglas, Advisory Engineer to 
the South African Railways & Harbours, 
and to the Office of the High Com- 
missioner for South Africa, London, has 
relinquished that position and returned to 
South Africa on being appointed Mechani- 
cal Engineer (Workshops Layout) at 
S.A.R.H. headquarters, Johannesburg. He 
has been succeeded in London by Mr. H. 
D. Ward Smith, previously Locomotive 


Superintendent, Transvaal Eastern System, 
S.A.R.H. Mr. W. H. Maass, 
Assistant Advisory Engineer 


(Acting Advisory Engineer from 
January, 1941, to November, 
1945) to the South African Rail- 
ways & Harbours, and to the 
Office of the High Commissioner 
for South Africa, London. has 
relinquished his duties and is 
returning shortly to resume duty 
in South Africa. 


We regret to > second the death 
on June 29, of Mr. William John 
Dorrell, O.B.E., Deputy-Director, 
Statistics & Intelligence, Ministry 
of Transport. 

The following announcements 
appear in the Third Supplement 
to The London Gazette, dated 
July 2, under the heading of 
Territorial Army—Royal Engi- 
neers: Engineer & Railway Staff 
Corps : — 


Lt.-Colonel M. G. J. McHaffie, 


M.Inst.C.E. (69948), to be 
Colonel, July 3, 1946. 
Lt.-Colonel & Brevet Colonel 
Herbert Arthur Short, M.C. 
(43516), R.A.R.O., to be Major, 
July 3, 1946. 
Mr. McHaffie is Docks Engi- 


neer, Southern Railway, and Mr. 
Short is Deputy Traffic Mana- 
ger, Southern Railway. 

Mr. G. Cornish, General & 
Staff Assistant to Chief Goods 
Manager, Paddington, Great 
Western Railway, who, as tre- 
corded in our July 5 issue, has 


been appointed Principal Assis- 
tant to Chief Goods Manager, 
Paddington, entered the com- 


pany’s service in the Chief Goods 

Manager's Office, and, after gain- 
ing experience at a number of stations in 
the London Area, returned to that office 
to take up an appointment in the Staff 
Section, of which he took control in 1926. 
He subsequently became Goods Agent at 
Oxford and South Lambeth; and Goods 
Superintendent at Bristol. In 1936 he was 
appointed District Goods Manager, Liver- 
pool. He was a member of the Liverpool 
Chamber of Commerce, and the Liverpool 
& District and the Manchester & District 
Conferences. He was also a member of 
the Dee Conservancy Board and subse- 
quently of the Dee Catchment Board, en 
the reconstitution of that body. In 1940 
Mr. Cornish was appointed District Goods 
Manager, Birmingham, where he was a 
member of the council of the Chamber of 
Commerce, the Birmingham & South Staf- 
fordshire Conference and the Road-Rail 
Panel for the Midland Area and the Mid- 
land Regional Canal Conference. He was 
also Liaison Officer for several Govern- 
ment departments which were established 
early in the war. In 1941 he returned to 
London to become General Assistant to 
Chief Goods Manager, and was closely 
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Mr, G. Cornish 


Appointed Principal Assistant to 
Chizf Goods Manager, G.W.R. 


associated with the movement of traffic to 
and from British and American depots and 
the ports. Mr. Cornish also has been a 
member of an inter-company committee set 
up to deal with post-war problems at 
Liverpool, Manchester, Birmingham, Lon- 
don and other parts of the country. Last 
October there was added to his duties that 
of all staff matters related to the Goods 
Department, and he was appointed General 
& Staff Assistant to Chief Goods Manager. 

Mr. G. E. Curtis, Assistant to Chief 
Commercial Manager (Goods), Watford 
H.Q., L.M.S.R., who, as recorded in our 
June 7 issue, has been appointed District 
Goods Manager, Wolverhampton, was 
educated at Oakham School, and joined 
the L.N.W.R. as a probationer in 1917. 
From 1917 to 1919 he served as 2nd 
Lieutenant, R.F.A. After receiving train- 
ing in the Goods, Traffic and Coaching 
Departments, he was appointed, in 1923, 
District Runner, Chester & Holyhead Dis- 





Mr. S. A. Carter 


Appointed Commercial Manager. 
Olley Air Service Limited 
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Mr. G. E. Curtis 


Appointed District Goods Manager, 
Wolverhampton, L.M.S.R 


trict, and, in 1924, Acting Outdoor Assis- 
tant, Bangor. From 1929 to 1933 Mr. 
Curtis was in the Development and Re- 
search Sections, Chief Commercial Mana- 
ger’s Office, and then until 1938 on the 
Vice-President’s personal staff. He was 
Goods Agent, Keighley, 1938-39, and in 
September, 1939, was seconded to the 
Ministry of Food, and served as Port Food 
Movement Officer, Liverpool. In 1942-43 
he spent nine months in the U.S.A. as 
Assistant Director to advise the British 
Food Commission on transport problems. 
In 1944 Mr. Curtis returned to the 
L.M.S.R. as. Assistant District Goods 
Manager, Warrington, and in 1945 was 
appointed Assistant to Chief Commercial 
Manager (Goods). 

Mr. J. Waters, Assistant Divisional Con- 
troller (Freight Services), Office of Divi- 
sional Superintendent of Operation, Derby, 
L.M.S.R., who, as recorded in our June 
14 issue, has been appointed Divisional 





Mr. F. Bassett 


Appointed Stationmaster, London Bridge, 
Southern Railway 


July 12, 1946 





Mr. J. Waters 


Appointed Divisional Controller (Freight 
Services), Derby, L.M.S.R. 

Controller (Freight Services), Derby, 
entered railway service in the Traffic De- 
partment, Midland Railway, in 1902, and 
served six years in the Passenger Working 
Section. In 1908, when the control organi- 
sation was introduced by Sir Cecil Paget, 
Mr. Waters was one of the first members 
of the staff to be appointed in the Derby 
Divisional Control] Office. He has served in 
various capacities in the control organisa- 
tion for the last 38 years at Welling- 
borough, Masborough, Chaddesden and 
Derby. As a Head Office Inspector in 1934 
he was in charge of the Shunting Analysis 
Committee, and subsequently served on a 
number of operating committees. Early in 
1936 he was a member of a small com- 
mittee appointed to report on the freight 
operating conditions on the Midland Divi- 
sion, and later in the same year was ap- 
pointed Assistant Divisional Freight Con- 
troller, Derby. Before the war, Mr. Waters 
served on the G.W.R. & L.M.S.R. Closer 
Working Sub-Committee, and L.N.E.R. & 





Mr. E. S. Taylor 


Appointed Engineer of Signals, 
Canadian Pacific Railway 
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L.M.S.R. Pooling Sub-Committees. He 
also served on the L.M.S.R. & L.N.E.R. 
Re-routing Committee. During the recent 
war he served on several post-war recon- 
struction sub-committees. 


Mr. S. A. Carter, A.M.Inst.T., who, as 
recorded in our June 28 issue, has been 
appointed Commercial Manager to Olley 
Air Service Limited, Croydon Airport, the 
railway-associated air charter company, 
which has recently resumed its air charter 
business after wartime service as a mem- 
ber company of the Associated Airways 
Joint Committee, joined the S.E.C.R. in 
1919. He served at Hayes, Kent, and West 
Wickham Stations until 1932, when he was 
transferred to the Commercial Superin- 
tendent’s Office. where he gained experi- 
ence in several departments, and in 1938 
was appointed Personal Clerk to the Assist- 
ant Commercial Superintendent. Soon after 
the outbreak of war he was transferred 
to the General Manager's Office to assist 
on work connected with the Railway 
Executive Committee. The position he 
vacates on his new appointment, and which 
he has occupied for the past three years, 
is that of Personal Assistant to the Deputy 
General Manager. Southern Railway (Mr. 
John Elliot). During the latter period he 
gained a wide experience in aviation 
matters connected with the Railway Plan 
for a European network of air services. 
For the past seven months he has been 
Secretary of the Railway Air Committee. 
Mr. Carter is Honorary Secretarv of the 
Southern Railway Lecture & Debating 
Society. ; 





Mr. F. Bassett, M.B.E.. Stationmaster, 
Charing Cross, Southern Railway, who, as 
recorded in our May 31 issue, has been 
appointed Stationmaster, London Bridge, 
commenced his railway career with the 
former S.E.C.R. in 1903. After experience 
at stations and divisional headquarter 
offices at Ashford, Dover and London 
Bridge, he was appointed Stationmaster at 
Holborn Viaduct and Blackfriars in 1932. 
He was appointed Stationmaster at Char- 
ing Cross in 1937. Mr. Bassett acted as 
Chief Air Raid Warden at Charing Cross 
during the recent war, and held a commis- 
sion in the 36th County of London 
Southern Railway Home Guard. He was 
awarded the M.B.E. in 1941. 


Mr. E. §. Taylor, Signal Engineer, 
Eastern Lines, at Toronto, Canadian Paci- 
fic Railway. who has been appointed to 
the newly-created post of Engineer of Sig- 
nals for the system, with headquarters at 
Montreal, joined the C.P.R. at Montreal 
in 1910 as Signal Inspector, after several 
years’ experience with the Delaware & 
Hudson Railroad. In 1915 he was ap- 
pointed Assistant to the Signal Engineer at 
Montreal, C.P.R.. and later was made 
Signa! Supervisor for the Quebec District. 
In 1926 he became Signal Engineer for 
Eastern Lines. He is a member of the 
Signal Section, Association of American 
Railroads, and since 1939 has been a com- 
mittee chairman. Mr. Taylor’s new ap- 
pointment has been made necessary by the 
growth of mechanical signalling. 


_ Recent appointments in the Order of 
St. John of Jerusalem include those of 
Colonel William Marshall Clark, General 
Manager, South African Railways & Har- 
bours, as Commander (Brother); and of 
Dr. H. H. Cavendish Fuller, Chief Medi- 
cal Officer, Great Western Railway, and 
Mr. W. B. A. Ritchie, System Manager, 
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Durban, and Mr. J. W. B. Carter, System 
Manager, Cape Town, South African Rail- 
ways & Harbours, as Serving Brothers. 
C.1.E. GENERAL MANAGER 

Mr. Edgar C. Bredin is retiring from 
the General Managership of Coras 
lompair Eireann (Irish Transport Com- 
pany) on July 15, and will be succeeded 
by Mr. Frank Lemass, hitherto Assistant 
General Manager. At the request of the 
board, Mr. Bredin’s services will remain at 
the company’s disposal for some time in 
a consultative capacity. 








We regret to record the death on July 2 


in his 73rd year, of Mr. Asa_ Binns, 
M.Inst.C.E., M.Il.Mech.E., who was Chief 
Engineer, Port of London Authority, from 
1928 until his retirement in 1938, after 
which his services continued to be at its 
disposal in a consultative capacity in asso- 
ciation with the firm of Rendel, Palmer & 
Tritton. Mr. Binns was President-elect of 
the Institution of Civil Engineers, and a 
Past-President of the Institution of 
Mechanical Engineers. 

Mr. Archibald Francis Walters. 
A.M.I.Mech.E., Assistant Director of Dis- 
posals, Ministry of Supply, received the 
M.B.E. (Civil Division) in the King’s 
Birthday Honours List. 


We regret to record the death, on July 6, 
at the age of 70, of Sir Walter Preston, 
a Director of J. Stone & Co. Ltd., Mid- 
land Bank Limited, and other companies. 


L.M.S.R. STAFF CHANGES 

Mr. S. Bairstow, Chemist, Scientific Re- 
search Manager’s Department, Stone- 
bridge Park, to be Chemist, Scientific Re- 
search Manager’s Department, Derby, in 
place of Mr. W. H. Keys, retiring. 

Mr. G. H. Wyatt, Assistant Chemist, 
Scientific Research Manager’s Depart- 
ment, Stonebridge Park, succeeding Mr. 
S. Bairstow as Chemist, Scientific Research 
Manager’s Department, Stonebridge Park. 

Mr. W. Marshall, General Assistant 
(Machinery & Plant), Chief Mechanical 
Engineer’s Department, Derby H.Q., to be 


District Outdoor Machinery Assistant, 
London, in place of Mr. F. G. Umpleby, 
promoted. 

Mr. L. H. Linnell, Signal Inspector, Sig- 


nal & Telegraph Engineer’s Department, 
Barking, to be Area Technical Assistant, 
Bedford, in place of Mr. H. C. Dickin, 
retired. 

Mr. T. W. Polding, Chief Clerk, Excur- 
sions, Chief Commercial Manager’s Office, 
Watford H.Q.. to be Assistant District Pas- 
senger Manager, London (Euston), vice 
Mr. T. C. Byrom, promoted 


Mr. Vincent H. DREWRY 

Mr. Vincent H. Drewry, Stores Super- 
intendent, London, of the Central Argen- 
ine Railway. and of the Buenos Ayres 
Great Southern and Buenos Ayres Western 
Railways, has retired. He is succeeded 
as Stores Superintendent. London, of the 
C.A.R. by Mr. G. C. Brighten, and of 
the B.A.G.S.R. and B.A.W.R. by Mr. 
Stanley J. Payne. 

On Tuesday last Mr. Drewry was enter- 
tained to dinner at Grosvenor House, 
Park Lane, W.1, by a number of friends. 
Mr. Clifford Carnell, a Director of Arthur 


Balfour & Co. Ltd., presided. Lord 
Riverdale of Sheffield presented Mr. 
Drewry with a radio television set. More 


than 150 persons who have been associated 
with Mr. Drewry were present. 
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CANADIAN DOMINION Day HONOURS 
Among those included in the list pub- 
lished on July 1, Dominion Day in Canada, 
of recipients of honours for their work 

in or for Canada, are the following :— 


C.M.G. 

Mr. D’Alton Corry Coleman, D.C.L., 
LL.D.. Chairman & President, Canadian 
Pacific Railway Company. 

Colonel James Albert Cross, D.S.O.. 
K.C., Chief Commissioner, Board of 
Transport Commissioners, Ottawa. 

Lt.-Commander Charles Peter Edwards, 
O.B.E., Deputy Minister of Transport. 

Mr. Samuel James Hungerford, National 
Railways Munitions Limited. Formerly 
Chairman & President, Canadian Nationa! 
Railways. 

Mr. John Coleridge Patteson, formerly 
Controller-General of Transportation, 
Director-General of Supply Services, and 
Representative in Canada, successively, of 
the Ministry of Supply. European General 
Manager, Canadian Pacific Railway. 

Mr. Robert Charles Vaughan, Chairman 
& President, Canadian National Railways. 

C.B.E. (Civil Division) 

Mr. Henry Blane Bowen, Chief of 
Motive Power & Rolling Stock, Canadian 
Pacific Railway. 

Mr. William McPherson Kirkpatrick, 
Director, Freight Transport, Ministry of 
War Transport, Montreal. Retired Foreign 
Freight Traffic Manager, Canadian Pacific 
Railway. 

Mr. Thomas C. Lockwood, 
troller of Transport, Montreal. 

Mr. Maynard Albert Metcalf, Executive 
Assistant to President, Canadian National 
Railways. 

Mr. William A. Newman, M.B.E., Chief 
of Department of Research, Canadian 
Pacific Railway. 

Mr. George Stephen, Vice-President of 
Traffic, Canadian Pacific Railway. 

Mr. Walter Scott Thompson, Director 
of Public Relations, Canadian National 
Railways. 

Mr. James Bickam Ward, Chairman of 
General Conference, Committee of Rail- 
way Brotherhoods, Ottawa. 

O.B.E. (Civil Division) 

Mr. George Lewis Bryson, 
National Railways, New York. 

Mr. H. Jasper Humphrey, National ‘War 
Services Committee of Y.M.C.A.. Mon- 
treal. Retired Vice-President, Special 
Duties, Canadian Pacific Railway. 

Mr. William Drummond Neil, General 
Manager of Communications, Canadian 
Pacific Railway. 

Mr. Beryl Wynne Roberts, General Pur- 
chasing Agent. Canadian Pacific Railway. 

Mr. John Roberts, National Railways 
Munitions Limited. Formerly Chief of 
Motive Power & Car Equipment, Cana- 
dian National Railways. 

Mr. John Schofield, Chief Architect to 


late Con- 


Canadian 


Atlantic Ferry Organisation, Montreal 
West. Chief Architect, Canadian National 
Railways. 


Mr. Lorne Cameron Thomson, Canadian 
National Railways. 

M.B.E. (Civil Division) 

Mr. George Leonard Humphrey, De- 
partment of Reconstruction & Supply. 
London, England. London Ticket Agent, 
Canadian National Railways. 

Mr. Alec C. MacDonald, General Agent, 
Canadian Pacific Railway, Halifax, N.S.. 

Mr. Leonard Christie McOust, General 
Agricultural Agent, Canadian Pacific Rail- 


wav. 
Mr. Beniamin Alfred Neale, retired 
Manager, Chateau Frontenac, Quebec. 


Canadian Pacific Railway. 
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Railway Charges Consultative Committee 
Hearing of proposals for L.P.T.B. adjustments 


The Railway Charges Consultative Com- 
mittee, which has been appointed by the 
Minister of Transport to advise on adjust- 
ing the rates, fares, and charges of the 
controlled railway companies and the Lon- 
don Passenger Transport Board, began a 
public inquiry in London on Tuesday, 
July 2, when proposals by the L.P.T.B. 
were submitted. 

The Tribunal will advise the Minister of 
Transport on the best method of adjust- 
ing L.P.T.B. charges so that the aggregate 
of the revenues paid into the transport 
pool during 1947 will cover the sums paid 
out, and it will make proposals to prevent 
a possible deficit on the working of the 
L&.T.B. 

The Chairman of the Committee is Sir 
Bruce Thomas, K.C.; the other members 


are Mr. H. E. Parkes, and Mr. T. E. 
Argile. 

Mr. Craig Henderson, K.C., for the 
L.P.T.B., said: “We are not here as ap- 
plicants. We are here to assist the Tri- 
bunal with as much information as we 


can give.” From September 1, 1939, the 
Government had taken control of main- 
line railways and.London Passenger Trans- 
port Board. In 1941 new arrangements 
were made and set out under the Railway 
Agreements Power Order, 1941. Under 
the original arrangement each control 
undertaking was to receive what was called 
the “minimum sum.” The Board’s share 
from the £39.9 millions railway pool was 
£4.48 millions. 

The present arrangement was that from 
January, 1941, the Government paid out 
of the pool fixed sums, of which the 
Board’s was £4,835,705. When the Govern- 
ment had paid out to each undertaking 
the appropriate fixed sum, any balance in 
the pool was retained by the Government. 

No CHANGE SINCE 1940 

has been made in 
since 1940.” he said, 
“down to the present time, while the 
main-line railways have had _ increases 
which have brought them to 334 per cent. 
increases over their pre-war charges. 
Everyone is aware today that our costs 
have been steadily rising throughout the 
whole period of the war, and the net 
revenue account of the Board, year by 
year, was far from adequate to balance the 
fixed sum received from the pool.” 

Reviewing wartime traffic developments, 
Mr. Henderson dealt with the decline in 
traffic caused by heavy bombing, evacua- 
tion, the blackout, and the gradual re- 
covery which had followed.  L.P.T.B. 
takings in the year to June, 1945, rose to 
nearly 30 per cent. more than for the 
year ended June, 1939, but that increase 
was not due to an increase in the number 
of passengers carried, but to the increased 
length of individual journeys. The total 
number of miles paid for by the passen- 
ger had increased by 14 per cent. 

In January, 1945. while there were 
24,000 L.P.T.B. employees still serving, 
wartime economy in coal, oil, rubber, and 
staff shortages, had meant a curtailment 


“No change the 


LP.TB.’s fates 


of services affecting trams and_ trolley 
vehicles. Coach services ceased altogether 


from 1942, but during the past month had 
been virtually restored. 

“During the war years the traffic at 
peak hours was very heavy, so the reduc- 
tions in mileage were affected mainly on 
the mid-day, late night, and Sunday ser- 





vices.” he said. ‘County bus services had 
to be strengthened because of evacuation. 
We were allowed to overload double- 
decker buses by increasing the number of 
standing passengers from 5 to 12, and on 
single-deckers to as many as 20. 

“The results of that, financially, were 
very considerable, and counterbalanced the 
mileage reductions. But it was an un- 
satisfactory condition, due entirely to war 
circumstances, causing delays,  incon- 
venience, and discomfort to the public. 

“ The financial position of the Board 
must depend in the relation that may be 
ultimately established between receipts and 
expenses per car mile.” 


Summary of recommendations to the Railway 
Charges_ Consultative Committee by L.P.T.B. 


Ordinary Single Fares : 

l4d. fares to be increased to 2d. and to be available 
for approximately I4 miles. 

2d. fares for distances exceeding 
14 miles to be increased to 3d. 

3d. fares to be increased to 4d. 

4d. fares to be increased to 5d. 

Workmen Return Fares : 

To be adjusted to the general basis of single fare for 
the return journey with the present minimum charge 
of 3d.increased to4d. In applying this basis any increase 
not to exceed 25 per cent. on pre-war fares. 

Season Ticket Rates 

The charges for season tickets to be adjusted so as 
not to exceed the level of the main-line railways scale 
of standard charges in operation pre-war increased by 
25 per cent. subject to a maximum increase of individual 
pre-war rates by 334 per cent. 

ROAD SERVICES (EXCLUDING COACHES) 
Ordinary Single Fare ; 
lid. fares to be increased to 2d. 

approximately I4 miles. 
fares for distances exceeding 
1} miles to be increased to 3d. 

24d. fares to be increased to 24d. 

3d. fares to be increased to 4d. 

34d. fares to be increased to 44d. 
4d. fares to be increased to 5d. 
4id. fares and over to be increased by Id. if Scheme 2 
is approved. 
Workmen Return Fares 
To be increased by same amount as corresponding 
single fares. 
Season Tickets 
Tickets : 
To be increased by 25 per cent. above pre-war, 
except that the increase of the road portion of road-rail 
tickets available for road journeys covered by existing 
ordinary single fares up to 3d. may be increased by 
334 per cent. above pre-war. 
M:SCELLANEOUS FARES- ROAD SERVICES 
(EXCLUDING COACHES) 

Cheap midday single fares of 2d. and 3d. to be increased 

v Id. 


approximately 


and be available for 


approximately 


and Road Portion of Road-Rail Season 


The maximum 6d. ordinary single and maximum 7d. 
workman return fares on tram and trolleybus routes 
formerly operated by the L.C.C. and on parallel bus 
routes, to be increased by Id. for distances respectively 
exceeding 12 and 14 stages and the corresponding 9d. 
return fare on tram routes to be increased by ld. 
(2d. if Scheme 2 is approved). 

Any other return fares to be increased where the 
corresponding single fare is increased in such a way as 
to avoid increasing the existing difference between the 
return fare and two single fares. 

The charges for weekly (6 return journey) tickets, 
to be adjusted in accordance with existing basis of nine 
times corresponding single fare wherever the ordinary 
single fare is increased. 


The Board recommended increasing the 
I3d. fare to 2d. and extending the new 
2d. minimum to 14 miles; 2d. fares ex- 
ceeding 14 miles, with 3d. and 4d. fares, 
should be increased by Id.:; fares ranging 
from Sd. to 7d. (road) and 6d. to &d. (rail) 
would not be affected. 

For fares of journeys over 7 miles, Id. 
per additional mile was proposed subject 
to certain considerations, and for fares 
which were over 43d. pre-war, it was 
proposed that there should be proportion- 
ate increase above Id. a mile. The recom- 


mendations would not apply in the case of 
coach fares. 
The estimated yield in a full year from 
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the ordinary fare increases and conse- 
quential adjustments of other charges 
would produce a total of £5,569,000, which 
was £20,000 short of the amount required. 

“The net revenue in 1947 is likely to 
show a deficit worked out at the existing 
fares, rates, and charges,” Mr. Henderson 
said: * We shall be required to call on the 
pool for the sum of £5} millions. If fares 
are increased to give us a credit balance 
it means we must get £5} millions. 

“ Over 88 per cent. of the Board’s total 
revenue is derived from ordinary fares. 
There is only 3 per cent. of that made from 
return fares. Therefore 85 per cent. is 
derived from ordinary single fares. The 
Board’s policy always has been to avoid 
the odd halfpenny wherever possible. We 
contend that there should be no new de- 
nomination introduced which will give an 
odd halfpenny.’ 

There was considerable discrepancy on 
the main-line railway fares and those of 
the Board’s lines, and unless they were 
made to compare as well as possible there 
was danger of diversion of traffic. 

Mr. Leonard Cecil Hawkins, Controller 
of the L.P.T.B. since May, 1940, gave de- 
tails of the net revenue accounts of the 
Board and referred to war damage and 
maintenance allowance. 

Up to December 31, 1940, war damage 
expenditure was charged in the net revenue 
account up to £10 million a year for all 
the controlled undertakings. Under new 
arrangements from 1941, the railway com- 
panies and the Board were brought within 
the scope of war damage arrangements for 
public utility undertakings generally, with 
the result that there was no charge in the 
net revenue account for 1947 in respect 
of liability for war damage contributions 
which the Board would have to meet. 

Regarding maintenance allowance, he 
said that it was the standardised allow- 
ance under the Railway Control Agree- 
ment. Each controlled undertaking was 
bound, as far as its basic charge was con- 
cerned, by the amount it charged in its 
accounts in the base year. 

In 1940, traffic receipts were £26} mil- 
lions, Mr. Hawkins said, when he presented 
the estimated net revenue accounts from 
September, 1939, compared with £29 mil- 
lions before the war. That figure rose 
steadily until in 1945 it was nearly £394 
millions. Working expenses had risen from 
£28 millions in 1940 to almost £40 millions 


in 1945. Special warfime temporary ex- 
penses were an additional £9 millions. Net 
traffic takings in 1940, 1941. and 1944 
showed a deficiency. 
AVERAGE PASSENGER TAKINGS 
In the last four months preceding 


December, 1940, there were 6,000,000 pas- 
sengers daily. In 1945 passenger takings 
were £8.000,000 more than in the corre- 
sponding 1938-39 period, but not more 
than half of that increase came from 
higher fares. The other half was a greater 
volume of traffic with a smaller number 
of passengers travelling longer distances. 

In 1938-39 the average passenger takings 
for the Board’s services as a whole were an 
average of 13.18d. per car mile. In 1945, 
the figure was 20.5d. per car mile—an 
increase of 56 per cent. Pre-war it was 
12d. per car mile; to-day it was 194d. 

If £53 millions was raised in 1947 by 
increased fares, together with £44 millions 
raised in the 1940 increases, the £10 mil- 
lions thereby raised would be equal to a 
25 per cent. increase of the 1947 traffic 
at pre-war rates of fares. 
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L.P.T.B. staff by varying amounts, which 
if based on the number of men empioyed 
in 1939, but on present-day rates of pay, 
were a £1,781,000 increase. 

For the rail extensions what was known 
as the “£40 millions new works pro- 
gramme of 1935-40” would enter service 
during 1946 or 1947, The extensions were 
to the Central London line. Mr. Hawkins 
said: mie 


“We shall run from Liverpool Street to 
Stratford on December 1, 1946; to Lough- 
ton on September 1, 1947; to Epping on 
November 1, 1947. At the other end of 
the line we are expecting to project the 
services over the G.W.R. line from North 
Acton to Greenford on February 1, 1947.” 

On Wednesday, Mr. Hawkins was asked 
by Sir Bruce Thomas, K.C.: “ We have 
been told that the true earnings of the 
Board are not ascertainable during control. 
Is that solely on account of no division 
being made of the fares and of the book- 
ings from your system on to the main line 


system. within the L.P.T.B, area and in 
the reverse direction? ” 
Mr. Hawkins: “No. There are three 


principal reasons. One is the suspension 
of the London Passenger Pooling Scheme; 
the second the suspension of direct traffic 
between stations on the Board’s system and 
stations on the main-line railway com- 
panies’ system outside the L.P.T.B. area, 
and, thirdly, the suspension of the division 
of expenditure between the main-line rail- 
way companies and joint committees and 
ourselves except as far as maintenance ex- 
penditure is concerned.” 

Mr. Hawkins agreed to Sir Bruce 
Thomas’s comment that the L.P.T.B. had to 
get £49,617,000 from fares and probably 
a trifle from goods and miscellaneous if 
there was to be sufficient money to enable 
the fixed annual payment to be made to 
the L.P.T.B, without the Government hav- 
ing to dip into any other fund. 

Mr. Hawkins agreed that on the existing 
estimates all they would get would be 
£43,.875.000. The difference between that 
figure and the £49,617,000 was the de- 
ficiency that would accrue if there was no 
increase in fares. 

Mr. Hawkins agreed that his estimates 
had been based on an assumption that 
wages and prices would remain in 1947 at 
the present level. but pointed out that 
there was always a time lag between the 
purchase of materials and stores and the 
issue of them. 


EQUALITY OF CHARGE AND SERVICE 


Mr. A. B. B. Valentine, Chief Commer- 
cial Officer of the Board, said the Board’s 
policy was for simplicity of fares, uni- 
formity of treatment and maintenance of 
equality of charge and service. The Board’s 
financial requirements were uncertain after 
1947. The inquiry was limited to 1947. 

Mr. Valentine said the Board would like 
to achieve co-ordination with the main- 
line services. Traffic should be distributed 
according to convenience. On workmen’s 
fares, Mr. Valentine said that the moment 
did not seem opportune to put forward 
any permanent solution to the outstanding 
problem. “They have always been un- 
economically low,” he said. ‘ They assist 
to create artificial peaks, causing conges- 
tionand inconvenience to passesgers. Work- 
men’s fares are applicable on railways and 
trolleys but not on buses, and this forms 
one of the most outstanding examples we 
have of inequality of charge for similar 
service to different sections” 

Referring to the anomalies in fares, he 
Said it was a fact that rail fares which were 
5d. and over before the war, were now 
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generally in excess of the separate fares for 
two sections of the journey. 

Mr. Valentine instanced this by a fare 
which before the war was 5d. and covered 
a journey which could be travelled in two 
sections of 2d. and 3d. But the 5d. fare 
had gone up to 6d., and there had been 
no change to the 2d. and 3d. fares. 

Mr. Valentine said that 88 per cent. 
of traffic takings were derived from ordi- 
nary fares. Before the war the figure was 
86.03 per cent. This showed that it had 
to be mainly from the ordinary fares that 


the additional revenue of £5} millions 
must be obtained. The increasing of the 
lid. fare to 2d. was not primarily for 


eliminating the odd halfpenny, Mr. Valen- 
tine said, although that was a point in its 
favour. New denominations of odd half- 
pennies would mean _ additional _ slot 
machines for which there was no room. In 
March, 1946, there were 860 mechanised 
ticket machines of which 320 gave change. 
Before the war they had reduced the num- 
ber of odd halfpenny fares from 142 to 8 
and had practically eliminated them on the 
railways. 

Where the fare denominations involved 
odd halfpennies for workmen’s | tickets, 
there were no ticket machines which could 
be used except for the 14d. minimum tickets. 
It had been possible to operate the I4d. 
fare on the railways without very serious 
results because 14d. traffic on the railways 
reached only the small proportion of 14 
per cent. of the total takings. But it had 
resulted in a diversion of traffic from pas- 
senger-operated ticket machines to the 
booking offices. Before the war, 61 per 
cent. of people taking Id. tickets got them 
from machines. In March this year only 


38.64 per cent. of people taking Id. 
tickets took them at the machines. 

Mr. Valentine estimated a total in- 
creased revenue of £2,921,000 from in- 


crease of 14d. fare to 2d. if no traffic was 
lost. But he thought there would be some 
reduction in volume as a result of the in- 
crease—about 10 per cent. at a rough esti- 
mate. The decline in 1940, when fares 
were increased to I4d. from Id., was 22 
per cent. But there were other circum- 
stances affecting traffic at that time. 

Mr. Fox-Andrews: “ If the annual yield 
from the increase of 14d. fares to 2d. 
yielded, say, £14 millions, would that re- 
lieve the burden cast on people who have 
to travel longer distances? ” 

Mr. Valentine: “ Yes, it would. Longer 
journeys fall most heavily on the house- 
hold budget and it would be socially ad- 
vantageous to have a large part of the 
cost borne by shorter journeys.” 

Mr. Valentine then dealt with * Scheme 
2” which showed a further adjustment of 
fares involving an increase on all road 
fares of 5d. and over by Id. It was an 
adjustment which would be eventually 
required, he said. The estimated yield 
would be £680,000, which, with the yield 
from the other proposed increases, would 
give a total in excess of the £5} millions 
wanted and therefore it was not suggested 
that the scheme should be brought into 
operation now. The scheme would equa- 
lise rail and road fares for distances from 
44 miles upwards. At present, the road 
fares were Id. cheaper. 

If the recommendations were authorised 
in September, it would not be possible 
to bring them into operation until the 
beginning of May, 1947. Therefore the 
full revenue for 1947 would not be ob- 
tained. Actually the increase would only 
produce about two-thirds of the estimated 
yield for the full year. 

Answering the Chairman, he said that 
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increases for season tickets would take 
time to work out—perhaps three months. 
The net effect of introducing the scheme 
of increasing the minimum fare in January, 
1947, would be to increase the yield for 
the year to approximately £4} millions. 

A table of scales dealing with workmen’s 
fares, which Mr. Valentine introduced, were 
recommended for adoption in conjunction 
with the increased ordinary fares in Scheme 
1, but would not make any radical altera- 
tions in workmen’s fares. The main con- 
sideration was to ensure that no traffic 
was diverted from the ordinary to the 
workmen’s fare and so add to the artificial 
workmen’s peak. 

The Board proposed to apply the re- 
vised ordinary single fare for the work- 
men’s return journey. It would leave the 
majority of workmen’s fares as they were, 
would get rid of the odd halfpennies, and 
anomalies. The 4d. and Sd. level would 
increase in step with Scheme 1. 

The proposal did not in effect constitute 
an increase in workmen’s fares, but merely 
an adjustment either up or down for them 
to agree with the ordinary single fares. 

Continuing his evidence on Thursday, 
Mr. Valentine, asked by Mr. H. G. 
Robertson (for the Board) if he considered 
it necessary and proper to increase the 
general level of season tickets, said that 
different considerations arose in connection 
with two separate groups—one, up to 6 
miles and the other over 6 miles. 

“ If rail season ticket rates on journeys 
up to 6 miles were left at the present level 
they would become very much better value 
in relation to the ordinary fares than they 
were before the war,” he said. “ The 
season ticket rates should be increased for 
journeys up to 6 miles to keep them in 
some relation to the ordinary fares. This 
is all the more desirable in view of the 
fact that a large number of present season 
tickets for short journeys are much below 
any recognised scale.” 

Regarding rates for longer journeys, he 
said that in zelation to the ordinary fares 
there would not be the same case for in- 
creasing season ticket rates above the pre- 
sent level because the ordinary fares from 
7d. upwards had themselves been increased 
only by 10 per cent. and the season ticket 
rates had only borne that increase in 1940. 

“ But there is a new factor which arises 

the relationship of the season ticket 
rates on the Board’s railways and those of 
the main-line railways,” he said. “In 
1940 the rates of the main-line railways 
and the Board were equally increased by 
10 per cent. But on July 1, 1946, the 10 
per cent. increase on the main-line railways 
was replaced by a 25 per cent. increase 
over the pre-war rates. At the moment 
the Board's rates remain at 10 per cent. 
over pre-war. That discrepancy was un- 
desirable. 

“We recommend that the general level 
of the Board’s season tickets should be 
increased by the same amount as the main- 
line rates—that is 25 per cent. above pre- 
war rates. But we don’t wish to apply 
that increase as a uniform percentage in- 
crease to all rates. We should have to 
apply this increase to different rates with 
the object of making them more con- 
sistent to some common standard. The 
standard which we should propose te adopt 
would be the present mileage scale as the 
main-line railways.” 

Mr. Valentine said that the Board also 
wanted latitude to increase up to 334 per 
cent. of pre-war rates the road portion of 
rail-road season tickets where the road 
portion charge was below 4d. 

The Committee adjourned until July 15. 
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London & North Eastern Railway Company 


Orders for abandonment of Forth ferries 


An extraordinary general meeting of the 
London & North Eastern Railway Com- 
pany was held at the Abercorn Rooms, 
London, E.C.2, on June 26, Sir Ronald W. 
Matthews, Chairman of the company, pre- 
siding. 

The Secretary, Mr. W. H. Johnson, read 
the notice convening the meeting. 

The Chairman said the meeting was 
called to submit for approval two Pro- 
visional Orders promoted under the Pri- 
vate Legislation Procedure (Scotland) Act, 
1936, dealing with two ferries belonging to 
the company across the Firth of Forth. 

The first Order was -promoted by the 
company to seek power to abandon and 
discontinue the working of the Granton 
and Burntisland Ferry. The ferry was 
operated for many years prior to 1939 by 
the company and by its predecessor, the 
North British Railway Company, under 
statutory obligations created by the Edin- 
burgh & Northern Railway (Burntisland 
Pier and Ferry) Act, 1947, and subsequent 
Acts of 1851, 1861, and 1862. It was 
closed in 1939 as the result of wartime 
navigation restrictions in the Firth of 
Forth, and early in 1940 the Admiralty 
requisitioned both the slipway at Granton 
and the vessel which had formerly worked 
the ferry service. There had, therefore, 
been no ferry service during the last seven 
years. 

The working of the ferry had for many 
years before the war involved the com- 
pany in a substantial loss, averaging in 
the five years ended 1938 £5,000 a year. 
There was little regular business traftic on 
this ferry. and the directors could see 
little prospect of renewing the ferry service 
as a profitable business in the years to 
come. It was thought that the scheme for 
the construction of a road bridge across 
the Firth of Forth would to an appreci- 
able extent supersede the service provided 
by the ferry in past years between the 
opposite shores of the Firth of Forth and 
render its resumption still less necessary 
and advisable. 

In these circumstances it was felt that 
the company should be relieved of its obli- 
gation to operate the ferry service, and 
accordingly a draft Order for this purpose 
had been promoted and was now. sub- 
mitted for approval. The Order provided 
only for the abandonment of the ferry 
and the abatement of the abandoned 
works in accordance with the requirements 
of the Board of Trade. 

The resolution approving the Order was 
seconded by Mr. W. K. Whigham, Deputy- 
Chairman of the company, and carried 
unanimously. 

The Chairman, continuing, said that the 
second Order was the Order promoted by 
the City of Edinburgh, the County Coun- 
cils of Fife, West Lothian, and Mid- 
lothian. and the Royal Burghs of Dun- 
fermline and Kirkcaldy, in which they 
sought powers for the construction of a 
road bridge over the Firth of Forth near 
Queensferry, with approach roads to the 
bridge on both sides of the Forth. The 
scheme was estimated to cost some 
£6,200,000, of which three-quarters would 
be advanced from national funds by the 
Minister of Transport, £500.000 would be 
contributed by local authorities from rate 
contributions, and the remainder would be 
borrowed by the Road Bridge Board to be 
set up by the Order from the local 


authorities and was intended to be repaid 


out of tolls to be charged on all traffic 
using the bridge over a maximum period 
of 30 years. 

It was felt that the construction of the 
road bridge and the opening of it for 
traffic would have a serious effect upon 
the company’s Queensferry, immediately 
adjoining the Forth Bridge, and accord- 
ingly negotiations were entered into with 
the promoters, as a result of which a 
clause had been inserted in the Order em- 
powering the company, on the opening of 
the bridge for traffic, to abandon the 
Queensferry. The arrangement arrived at 
with the promoters also provided for 
clauses being inserted in the Order 

(a) Giving to the railway companies 75 per 
cent. exemption from any rates levied by 
the local authorities concerned towards the 
capital cost of the bridge, and 100 per cent. 
exemption from any rates levied to make good 
deficiencies in revenue from the road bridge 
undertaking : ; 

(b) Providing full engineering protection 
for the property of the London & North 
Eastern Railway Company and the Forth 
Bridge Railway Company ; 

(c) Providing for the payment to the com- 
pany of £15,000 a year for 10 years after the 
opening of the road bridge in settlement of 
all claims for losses incurred by the London 
& North Eastern Railway Company: 

(d) Providing for payment to the London 
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& North Eastern Railway Company of the 
cost of any new ferry steamers which it may 
be necessary to provide before the road 
bridge is opened, less 74 per cent. deprecia- 
tion per annum, and less the market value ot 
such steamers at that date. 


As the insertion in the Order of the 
clause empowering the London & North 
Eastern Railway Company to abandon the 
Queensferry created a new statutory powe: 
to which the approval of the proprietors 
was necessary, under the terms of the 
General Orders under the Private Legisla 
tion Procedure (Scotland) Act, 1936, the 
Order was now submitted for that purpose 
and for that purpose only. The Chair 
man desired to make it quite clear to the 
proprietors that the whole scheme had re- 
ceived the most full and careful considera 
tion of the directors, and they were satis 
fied that the terms of the arrangements 
which he had outlined contained the 
fullest possible degree of protection which 
the company reasonably could expect in 
regard to the provisions of the road bridge 
scheme, and that the promoting Councils 
had undertaken to withdraw the Order it 
for any reason the necessary clauses to 
give effect to that arrangement were not 
inserted in the Order, unless the London & 
North Eastern Railway Company should 
otherwise agree in writing. 

The resolution approving the draft pro- 
visional Order, so far as it conferred 
powers on the company, was seconded by 
Mr. W. K. Whigham, Deputy-Chairman. 
and carried unanimously. 





Antofagasta (Chili) & Bolivia Railway Co. Ltd. 


The annual general meeting of the Anto- 
fagasta (Chili) & Bolivia Railway Co. Ltd. 
was held at Winchester House, Old Broad 
Street, London, E.C.4, on July 9, Mr. A. G. 
Hunt, Chairman of the company, presiding. 

The Secretary, Mr. C. Cowley, read the 
notice convening the meeting, and the 
auditors’ report. 

In a statement issued with the report 
and accounts, the Chairman said that net 
receipts from the operation of the railway 
and waterworks for the past year were 
£250,047, an increase of £60,596. After 
adding exchange differences and other in- 
come, and deducting fixed and other 
charges, the balance to the credit of 
net revenue account at December 
31 was £431,759, It was proposed 
to apply £24,750 of this in the payment 
of a dividend of 24 per cent. (less income 
tax) on the 5 per cent. cumulative pre- 
ference stock, being the balance of divi- 
dend payable in respect of the year 1935, 
and to carry forward the balance of 
£407,009. 

With the ever-rising cost of living in 
both Chile and Bolivia and the periodical 
adjustments in currency, salaries, and wages 
which that involved, there was no certainty 
that the present earnings would be main- 
tained. Even if future additions to the 
wages bill were fully compensated by in- 
creased tariffs, there was a point beyond 
which higher tariffs ceased to be produc- 
tive. Last year’s revenue benefited by the 
increase in tariffs on the Chilean section, 
in force from July 27, 1944, and the further 
increase from April 26, 1945; also by the 
increase in tariffs of the Bolivian section 
from March 1, 1945, Passenger traffic 
decreased by about 7 per cent. in numbers, 
but receipts increased from £116,575 to 
£122 470. The total tonnage of public 
goods traffic showed a decrease of rather 
less than 1 per cent., but an increase in 


receipts of 6 per cent. The copper bars 
traffic of 247.066 tons constituted a new 
record, being 7,954 tons more than in 
1944, the previous best year. 

Working expenses showed an_ increase 
of 1.4 per cent. The salaries and wages 
bill was considerably higher, as also the 
contributions payable under the various 
social laws, but savings were effected in 
other items of expenditure, the principal 
being the bill for fuel oil due to lower 
price. In addition to the appropriation 
of £30,000 made from net revenue account 
to renewals account, £29,600 was debited 
direct to working expenses. After allow- 
ing for expenditure, less credits, during the 
year, the balance of £1,610,192 shown in 
the balance sheet was £49,552 more than 
at the end of 1944. 

Traffic receipts for the current year 
showed an increase of £20,900 and traffics 
this year should on the whole be main- 
tained at about the same level as for 
1945. Expenses, however, especially for 
salaries and wages and contributions under 
the various social laws, continued to rise. 
The Chilean Law. which provided for em- 
ployees’ salaries to be adjusted annually 
in accordance with the cost of living, would 
involve for the company additional ex- 
penditure this year of some _ 1,600,000 
pesos, and, as the outcome of recent nego- 
tiations, it had been agreed that thei: 
workmen in Chile who were not entitled 
to benefit under the aforesaid law were 
to have a general increase in wages to take 
effect as from May 1, 1946, though pay- 
ment of such increase was deferred until 
the Chilean Government authorised a 
corresponding increase in the company’s 
tariffs. Such authority was subsequently 
obtained, and as from June 16, 1946, the 
tariffs of the Chilean section had been in- 
creased by 11 per cent. 

The report and accounts were adopted. 
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London Transport Reunion Dinner 


Lord Ashfield on wartime achievements and the tasks now ahead 


The first of two staff reunion victory 
dinners was held by the London Passen- 


ger Transport Board at the Connaught 
Rooms, Great Queen Street, London, 
W.C.2, on July 3. A’ souvenir  pro- 


gramme presented to the 500 guests con- 
tained a facsimile of the following message 
from Lord Ashfield, Chairman of the 
Board, te the 83,000 members of the Lon- 
don Transport staff: - 

‘The purpose of this dinner is to afford an 
opportunity to as many members of our staff 
as conditions will allow, and to those who 
have been closely identified with us during the 
war years, to meet together in a spirit of 
thankfulness for the successful conclusion of 
the war—a war in which the members of our 
great organisation played a notable part, not 
only in the fighting services, the Merchant 
Navy, and other forms of National Service, 
bui also in the vital task of keeping London 
Transport going. The Board has every reason 
to be proud of this splendid war record, and 
sends to each and every member of the staff 
sincere thanks and appreciation, coupled with 
a warm welcome to those returning to our 
service. 

‘We are now facing many post-war prob- 
lems, which will prove to be no less exacting 
than those of the war, and will require to be 


met with the same unity of effort and pur- 
pose. To translate our aspirations for a 
better life mto reality will also demand the 
same concerted efforts of all as were re- 


quired to achieve victory in arms. We, in 
London Transport, have a great part to play 
in the realisation of the fuller life which the 
spirit of the age demands. The problems 
confronting us are a challenge both to our 
skill as transport men and women, and to 
our social conscience as citizens. To succeed 
will require a full understanding and whole- 
hearted co-operation between the manage- 
— and the staff. Given these conditions, 

2 can face the future confident that we shall 
efficiently discharge whatever demands may 
be made upon us. 

The programme also contained a com- 
plete list of all London Transport em- 
ployees who served with the Forces or in 
Civil Defence Units and received distinctions. 

In addition to Lord Ashfield and other 
Members of the London Passenger Trans- 
port Board, the Rt. Hon. Alfred Barnes, 
Minister of Transport, was present at the 
dinner. 

Lorp ASHFIELD’S SPEECH 

Lord Ashfield said it was a_ special 
pleasure to welcome men and women re- 
presentative of those demobilised from the 
Armed Forces, the Merchant Navy, and 
the full-time National Defence services. 
Of the Board’s total staff before the war 


of 86.000, more than 22,500—or over one 
quarter—left for war service. They 
fought in all theatres where our forces 


were engaged. The Board took a special 
domestic pride in the achievements of the 
84th (London Transport) Heavy Anti-Air- 
craft Regiment of the Royal Artillery, of 
be he was privileged to be Honorary 

Colonel. The regiment saw service in 
Norway; in Libya and in Tripolitania with 
the Eighth Army; in North Africa with the 
First Army: and in Italy with the Eighth 
Army. 

He looked back with amazement at the 
manifold activities of the staff under condi- 
tions of war. Of their wartime staff of, 
roundly, 75,000, 42,000 were called upon 
to undertake civil defence duties, includ- 
ing 25,000 engaged on _fire-watching. 
There was, too, the Board’s Home Guard 
Unit. in seven battalions under Colonel E. 
l. Brook. in which some 30.000 of the 
Board’s staff served, in addition to many 
in local units. 


All this effort, both at home and over- 


seas, was attended by grievous losses; 768 
of the staff serving with H.M. Forces were 
killed in action or died on service during 
the war. In the air attacks on London 
426 of the staff were killed and 2,873 in 


jured; of these, 171 were killed a 1,867 
injured while on duty. 
Speaking of life in post-war Britain, 


Lord Ashfield said we were up against the 
hard fact that, fundamentally, we could 
consume only what we produced. Chis 
was true whatever form the organisation 
of society or industry might take. 

Their immediate task, fast approaching 
completion, was that of restoring services 
to the standard to which the travelling 
public was accustomed before the war. 
They had also got to restore their vehicles, 
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both road and rail, and the stations, to 
the standards of comfort and appearance 
upon which they prided themselves before 
the war. They had got to add substantially 
to their fleets of vehicles if the services 
were to be increased, as they must be: and 
to make good much damage from air 
attack to stations and buildings. 

Again, they had to bring to a conclu- 
sion the New Works Programme of 1935- 
40, which they used to call the * £40 mil- 
lion programme,” but which would now 
cost a considerably larger sum to com- 
plete. There was yet another major job 
on their hands, namely, the early conver- 
sion of the South London trams to a more 
modern form of transport. 

Lord Ashfield concluded by emphasising 
hcw important it was that there should be 
friendly relations between the staff, as pub- 
lic servants, and the public it was their 
duty to serve. 








Permanent Way Institution 


The Permanent Way Institution is hold- 
ing its first post-war summer meeting and 
convention at Nottingham and the choice 
of that city is especially appropriate as it 
was there the Institution was founded in 
1884. 

On Saturday last the general meeting 
took place at the Y.W.C.A. Headquarters 
in Shakespeare Street: the Chair was taken 
by the President, Mr. V. A. M. Robertson, 
C.B.E., M.C., supported by Past-President 
Mr. F. E. Harrison, O.B.E., the Vice-Pre- 
sident for England, Mr. B. Lloyd Davies. 
and for Scotland, Mr. Wm. Paterson. 
The report of the first half-year’s work, 
ziven by the Secretary, indicated that the 
zeneral activities of the Institution were up 
0 pre-war standard and that membership 
4.500. Per- 
for diplomas 
Council had 


296 99. 


record of over 
examinations 
April, and the 


had reached a 
manent way 
were held in 


authorised the award of “ Gurd” prizes to 
members who distinguished themselves in 
the examinations. The financial position 
of the Institution was satisfactory, but ex- 
penditure, especially on printing and sta- 
tionery and the costs incidental to the 
holding of meetings, was rising. 

The Treasurer submitted the balance 
sheet for the year 1945, which showed a 


balance of £287. 

The President explained that ‘o expedite 
and increase the efficiency of the Institu- 
tion’s work the Council proposed setting 
up two new Committees—a General Pur- 
poses Advisory Committee and a Member- 


ship & Finance Advisory Committee. 
This action was confirmed. , 
It was decided that the 1947 Summer 


Meeting & Convention-should be held in 
Scotland, and the Winter General Meeting 
on January 25 in London. 

At the conclusion of the business agenda 
a lecture entitled “ Nottingham and Dis- 
trict’ was given by Mr. J. Bramley. This 
gave details of the history of industry in 
the Nottingham area and was illustrated 
with lantern views. Thanks were accorded 
to Mr. Bramley and the members then pro- 

ceeded to the Council House where a re- 
ception was given by the Lord Mayor of 
Nottingham (Alderman E. G. Underwood. 
J.P.) accompanied by the Lady Mayoress, 
the Sheriff of Nottingham (Councillor 
T. R. Scott), and Mrs. Scott. The visitors 
also inspected the civic building. 

In the evening the Summer Dinner took 
place in a marquee in the Castle grounds. 
By courtesy of the Lord Mayor and Cor- 
poration the grounds were reserved for the 
use of the Institution. 

Mr. V. A. M. 


Robertson, C.B.E.., 


: Summer General Meeting 


presided and among those present were :— 


The Lord Mayor and Lady Mayoress, the 
Sheriff of Nottingham and Mrs. Scott, Mr. 
and Mrs. P. H. Wilson, Mr. and Mrs. F. 
Probert (L.N.E.R.), Mr. and Mrs. C. 
Phizackerley (L.M.S.R.), Messrs. A. 


a 
Quartermaine, F. E. Harrison, T. R. Leonard, 
C. Wright, C. J. Chaplin, W. Paterson, B. 
Lloyd Davies, C. E. Dunton. J. Briggs, “J. 


Ratter, F. Lawson and H. Janes (Secretary). 
_Mr. A. S. Quartermaine, C.B.E., Chief 
Engineer, G.W.R., proposed the toast of 


~The City of Nottingham” and paid a 
tribute to the hospitality of the city and 
to those who had co- opel rated in making 
plans for the Institution’s summer conven- 
tion. He had been impressed by the mag- 
nificence of the Council House, by the open 
spaces in the city area, and by the layout 
of the Aspley Estate. 

The Lord Mayor, replying to the toast, 
said he had hoped to offer the Institution 
the use of the long gallery inside Notting- 
ham Castle, but this had not been possible 
because of requisitioning. 


Mr. C. Phizackerley, Divisional Superin- 
tendent of Operation, L.M.S.R.. proposed 
the “Permanent Way Institution * and re- 


ferred to the tendency to overlook the less 
obvious point of the railway, namely, the 
permanent way. There were over 50,000 
track miles in this country and people did 
not realise the constant work of mainten- 
ance and renewal to track, junctions and 
bridges. He had been interested to learn 
that all grades of the civil engineer's staff, 
from the Chief Engineer to lengthman, had 
the opportunity of joining the Institution 
and sharing in its benefits. 


In reply, Mr. V. A. M. Robertson, 
C.B.E.. Chief Civil Engineer. Southern 
Railway, and President of the Institution, 


said that the affairs of the Institution had 
never been so healthy and its members 
never sO numerous The President con- 
gratulated the Sheriff of Nottingham, 
Councillor T. R. Scott, on his 54 years’ 
service with the L.M.S.R.. a service which 
was still continuing. He was proud to be 
President during the year of the first post- 
war convention and would alw: iys remem- 
ber the kind welcome from Nottingham. 

Mr. Percy H. Wilson. Deputy Managing 
Director, Stanton Ironworks Limited. in 
replying to the toast of “The Guests’ 
proposed by Mr. W. Paterson. Vice-Presi- 
dent of the Institution for Scotland, said 
that more publicity should be given to the 
work of the railways. He thought the 
travelling public did not realise the safety 
of their travelling compared with that of 
other countries. 


, 
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Notes and News 


Sales Engineer Required.—Indian agents 
of British machine tool manufacturers re- 
quire a sales engineer for service in India. 
See Official Notices on page 55. 


Beyer, Peacock & Co. Ltd. Preference 
Dividend.—Beyer, Peacock & Co. Ltd. is 
to pay one and a half years’ dividend on 
the 54 per cent. cumulative preference 
shares. Last January arrears were paid for 
the 18 months to December 31, 1942, and 
the dividend now announced will bring 
payment up to June 30, 1944. 


Argentine Transandine Holdings Limited. 
—At an extraordinary general meeting of 
Argentine Transandine Holdings Limited 
on June 20 the following special reso- 
lution was passed: “ That the company be 
wound up voluntarily and that Charles 
Ellison Rich, of River Plate House, 10-11, 
Finsbury Circus, E.C.2. be appointed 
liquidator for the purposes of such wind- 
ing-up.” 


More Green Line Coaches for Whips- 
nade.—From Wednesday, July 17, the 
limited stop express service on Green Line 
Route 726 from London (Marylebone) to 
Whipsnade will be increased. On Mon- 
days to Fridays there will be five coaches 
to Whipsnade and six in the reverse direc- 
tion; on Saturdays eight to Whipsnade 
and nine returning; and on Sundays there 
will be thirteen coaches in each direction. 


Antofagasta (Chili) & Bolivia Railway 
Co. Lid—The report for the year 1945 
shows gross receipts of £1,598,622, an in- 
crease of £79,551. Working expenses were 
£1,348,575, as compared with £1,329,620, 
giving net receipts, after adjustment for 
exchange differences, of £255,154. Passen- 
ger receipts increased by £5,895 to 
£122,470, and public goods receipts by 
£75,366 to £1.278,836. There were increases 
in the salaries and wages bill and in the 
contributions made under various social 
laws, but these were partly offset by a 
reduction in the fuel bill. The ratio cf 
expenditure to gross receipts was 84.36 per 
cent., against 87.5 per cent. in 1944 The 
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directors propose to pay a dividend of 23 
per cent. (less income tax at 9s. in the £), 
being the balance of dividend payable in 
respect of the year 1935 on the 5 per cent. 
cumulative preference stock, and to carry 
forward the balance of £407,009, which 
compares with £384,350 brought in. 


B.O.A.C, London-New Yerk Services.— 
On July | the British Overseas Airways 
Corporation inaugurated a — by the 
* Speedbird * route between London Air- 
port (Heathrow) and New York, via 
Shannon Airport (Eire). A similar service 
via Prestwick will be begun shortly. This 
is the first British commercial air service 
between London and New York, although 
ihe corporation has operated a Prestwick- 
Montreal route since September 21, 1941. 


New L.M.S.R. Motor Ship for Stranraer- 
Larne Service——A new motor vessel for 
the Stranraer-Larne service of the L.M.S.R. 
is being constructed by William Denny & 
Brothers Limited, of Dumbarton, and is 
expected to be ready for service towards 
the end of this year. Intended as a re- 
placement for the Princess Victoria, which 
was completed just before the war and 
was sunk on war service in 1940, the new 
vessel will have a gross tonnage of approxi- 
mately 2,300 and a service speed of 19 
knots. Electric welding is being used ex- 
tensively in the construction. Special 
features will be all-electric cooking galleys 
and acoustic insulation around the engine 
room. The new ship will provide accom- 
modation for about 1,500 passengers and 
space for about 40 motor vehicles. 


New Company for Trolleybus Produc- 
tion—The Associated Equipment Co. Ltd. 
and Leyland Motors Limited are register- 
ing a private company, in which both will 
have an equal interest, for the pooling of 
resources relating to trolleybuses. The 
new company will be responsible for the 
design, development, production, and mar- 
keting of trolleybuses built at the Kingston, 
Leyland, and Southall Works. The regis- 
tered office of the new company will be at 
Hanover House, 14, Hanover Square, Lon- 
don, W.1, and for the present all inquiries 


General John C. H. Lee at South Wales Docks 





General John C. H. Lee. accompanied by Mr. Leslie E. Ford, Chief Docks 
Manager, G.W.R., greeting South Wales dock workers at Cardiff, during 
his recent visit. (See news article on page 719 of our June 28 issue) 
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and communications should be addressed 
to Mr. J. M. Langfier at that address. 
Radio-Telephone for Royal Train.—The 
special railway coaches, which, as _te- 
corded in our May 3 issue, are being built 
by the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd., for the Royal visit to 
South Africa next year, will be equipped 
with the latest form of radio-telephone. 
This also will be installed in a pilot train, 
which will travel about 10 miles ahead of 
the Royal train. The two trains will be 
in constant communication. The ap- 








British and Irish Railway 


Stocks and Shares 


| Prices 
ou ie 
Stocks rh 3a jas 
I 3 | ge Rise 
| 1946 | Fall 
| 
G.W.R. 
Cons. Ord. ... we| 603 474 56 ; 
5% Con. Pref. 1244 1044 117 
5° Red. Pref. (1950) nA | 101} 1044 — 
5% Ret. Charge +} 1373 120 128} 
5% Cons. Guar. ...| 1354 117 125} 
4% Deb. a8 ov} Ce 106 116 
pi} 0 See wee] DIDS 108 1164 
43° JS Sarr wo-| 1244 Illy 122 2 
4 Deb. cs coal fan 124 1325 I 
24% Deb. ... ool OO 74} 86; 
L.M.S.R. 
rd. oso]. ae 234 263 $ 
4% » Pref. (1923) sas} “Oo 50 544 + 
4°, Pre 803 694 77 14 
5°. “ag Pref. (1955) | 994 102+ 
4% Guar. ... al 97 100 
4°) Deb 1104 102 108 
5% Red. Deb. (1952) 1105 1034 1064 
L.N.E.R. 
5% Pref. Ord. | 84 5} 5 } 
DelOrd.. ... bea 44 23 a | 
4°, First Pref. <ss) One 494 524 14 
4°, Second Pref. 334 244 264 |-— ¢ 
5% Red. Pref. (1955). 103 96 100 
4°. First Guar. | 1044 95 984 - | 
4% Second Guar. ..., 97 894 935 
3°, Deb. ils «cet “OUR 825 93 
4°, Deb. — .--| 1093 101 108 
5% Red. Deb. (1947) | 1034 100 100 
44% —s Fund 
Red. Deb. 106% 103 1044 
SOUTHERN 
Pref.Ord. ... re 63 72 ! 
Def. am ae paak Ga 20; 194 5 
5% Pre 1244 104 115 — 4 
5% Red: Pref. (1964). 117 107 1104 
5° Guar. Pref. 1354 117 125} 
5% Red. Guar. Pref. 
(1957) sn 117 1064 1124 
4% Deb. on osal BUR 104; | 115 
5% Deb. 137 124 1314 
4% Red. Deb. (1962- | 
67 112 1044 108; 
4% Red. Deb. (1970- | | 
80) ... ae ova} BUDE 104 1094 
FORTH BRIDGE 
4% Deb. ee .| 106 103 106 
4% Guar. ... | 106 101 103 
L.P.T.B. | | 
“a” eae ace} fe 117 1244 
Be ae. eas sas} Oae 127 1334 
3% Guar. (1967-72) 100 97} i04 
5 ak ee oes} UaOe 15 120} 
“= i <a] 7 58 460 
MERSEY 
“3 ee ‘a 37 314 304 — 
3% Perp. Pref. 724 685 72 — 
4°, Perp. Deb. | 1044 104 105 - 
3% Perp. Deb. ...| 84 78} 824 _ 
IRELAND* 
BELFAST & C.D. 
Ord. vs. re 85 6 7+ — 
G. NORTHERN 
Ona. oe .. 244 40 — | 
Pref. ... oe soo) Gao 423 613 - 
Guar. a ..-| 80 68 Olt | _ 
Deb. ... ee a 874 102 se 
IRISH TRANSPORT 
Common ‘e j; — _ 18/9 + 3d. 


3% Deb. ees me. _ — | 102 


* Latest available quotation 
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| OFFICIAL NOTICES 
New Zealand Government Railways Fer ee pote Bg 2 ES ENGINEER T ished. po Uf Oe th Peet agent —_ 
A PPLICATIONS are invited for the positions for service in India. Applicants should give full ment. Eight single-acting cylinders with rotary 
é of details of experience and training—Box 15, The _ valves. An application of the principles of the 
; (a) Assistant Engineer (Signals) for signalling work Railway Gazette, 33, Tothill Street, Westminster, Willans central-valve engine to the steam locomotive. 
, in the Signal and Electrieal Branch, and London, S.W.1 By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
(b) Assistant Engineer (Electrical) for electrical from The Railway Gazette, November 2, 1945. 
1 work in the Signal and Electrical Branch. Price 2s. Post free 2s. 3d 
Applicants must be Associate Members of the 
é' Institution of Electrics! Emaincers: and be Petweem sy RITISH WORK ON PERSIAN RAILWAYS a . 
f Salary for each position will be £740 per annum The achievements and difficulties of the R.Es SEC TIONED PERSPECTIVE VIEW OF LOCO- 
, (New Zealand currency). during the 15 months in which they laid the founda- MOTIVE FRONT END. A notable drawing of 
; further particulars may be obtained by July 2@ tion for effective aid to Russia. Reprinted from L.MS.R. class P”’ 4-6-2 locomotive of the latest 
from the High Commissioner for New Zealand, 415, The Railway Gazette, February 2 and 16, 1945 type. Reprinted from The Railway Gazette, June 15, 
j Strand, London, W.C.2 Price 1s. Post free 1s. 2d 1945. Price 2s. 6d. Post free 2s. 8d 
7 
: paratus which is being used is the new fleet would be pressed forward speedily sequences illustrate the manufacture of the 
frequency modulated V.H.F. equipment de- during the coming year. Operating costs mechanical parts and the assembly of the 
i veloped by the General Electric Co. Ltd. had risen by approximately 80 per cent. completed tool. Emphasis is laid upon 
This type of equipment has been widely per vehicle-mile. There had been no in- the exacting electrical and mechanical 
adopted in this country for police patrol crease in omnibus fares, except for the tests imposed throughout the process of 
cars and N.F.S. services, and was used recent increase of 16} per cent. granted manufacture, designed to ensure satisfac- 
during the Victory celebrations by the in respect of express fares. tory service and safety of the operator. 
Metropolitan Police and London Fire Ser- a a ; . ae Completed tools are run in a soundproof 
vice for traffic and river control, as well Imperial Chemical Industries Limited.— chamber equipped with electronic measur- 
as being fitted on the Royal barge; and At the annual general meeting of Imperial jing apparatus which gives a visual indica- 
experiments are being carried out in con- Chemical Industries Limited, the Chair- tion of the noise level. The closing scenes 
junction with the L.N.E.R. for the main- ™an, Lord McGowan, said that through- of the film show the world- wide scope 
line railwavs. The 100-watt transmitter OUt, the war it had been the company’s of the Wolf sales and servicing organisa- 
and receiver for the Royal train will be Policy to keep all prices at the lowest tion. The film is produced in the 16-mm. 
operated by an official of the South possible level, and they had endeavoured size. Copies are available for technical 
African Railways & Harbours. A techni- ‘9, support that policy by a continuous  jnstitutions and are being sent to the 
cian will travel to South Africa when the tive to reduce costs through increased company’s agents overseas. The use of 
train is delivered to ensure that the set ¢fliciency and higher yields. Higher prices colour in a technical film, mainly con- 
is in perfect working order on arrival, andto 0° materials and wage increases had added sisting of close-up shots, was an experi- 
assist in installing the pilot train equipment. © costs of manufacture. heir bill for ment that has been well justified in the 
coal and coke was approximately result achieved. 
| Chloride Electrical Storage Co. Ltd—  £3,500,000 higher in 1945 than in 1939, for 
The Chloride Electrical Storage Co. Ltd. a slightly smaller quantity. Again, since London Transport Folder Map.—On the 
has declared a final dividend af 5 per cent. 1939 rates of wages had increased slightly outbreak of war, the London Passenger 
and a bonus of 10 per cent.“dincluding a over 50 per cent. Advances negotiated Transport Board suspended its practice 
Victory bonus of 5 per cert.) on the a few weeks earlier alone would add ap- of distributing folder maps by mail. Some 
A” ‘and “B” ordinary stock, making proximately £1,000,000 to their annual time afterwards, even the production of 
20 per cent. for the year The dividend wage bill. Increases in prices of a num- such maps was banned by Government 
in the previous year was IS per cent. ber of products therefore had been un- Order. The practice of producing and dis- 
Profits were £486,928, against £526,033. avoidable, and more might have to follow. tributing folder maps is now being re- 
. sumed, and up-to-date maps are in course 
Ribble Motor Services Limited.—At the “Hands Full of Power.”—S. Wolf & of preparation. Moreover, London Trans- 
twenty-seventh ordinary general meeting Co. Ltd., Pioneer Works, Hanger Lane, port is revising its mailing list to ensure 
of the Ribble Motor Services Limited, held Ealing, W.5, maker of Wolf electric tools, satisfactory distribution. The Underground 
on July 3, the Chairman, Mr. J. S. Wills, has produced a colour film illustrating the Railway folder has now been issued. Bus 
referred to the gradual restoration of pre- manufacture of a typical item from the maps for the Central Area, the Country 
war frequencies and timings that was company’s range of drills, screwdrivers, (North) Area, and the Country (South) 
being effected. The company’s associa- and other hand tools. The construction Area, should be available almost any day. 
tion with the L.M.S.R. was particularly of the electric motor is shown in detail, A trolleybus and tram map is likewise 
friendly and many schemes of road-rail with views of the armature-winding process approaching completion. The Green Line 
inter-availability had been introduced. Re- assembly of the commutator, and the coach service map will be the last of the 
habilitation and replacement of the bus making of the electrical connections. Later series to appear, probably in late summer. 
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paragraph in our June 28 issue) 


class locomotive No. 7000, named “* Viscount Portal ”’ after the Chairman of the company (see 





Although business generally remained on 
moderate lines, stock markets showed firm- 
ness, reflecting hopefulness as to the U.S. 
loan and the renewed rise in British Funds. 
The latter were in increased demand on 
the closing of the “tap” issue of 24 per 


cent. Savings Bonds. There were numer- 
ous features, Canadian dollars respond- 
ing to the revaluation of the Canadian 


dollar, and demand continued for leading 
industrials which generally strengthened in 
price, including Dunlop Rubber on the 
success of the big debenture issue. 
There was no particular trend in the 


iron, steel and coal sections, although 
Tube Investments firmed up to £635, Col- 
villes to 24s., B.S.A. to 32s. 6d., and 


Whitehead Iron improved to 83s. 9d. on 
the increased profits and maintained 20 per 
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Railway Stock Market 


undervalued. Although the many occa- 
sions in the past when the reasonable hopes 
of stockholders have been disappointed are 
not overlooked, it is felt that with goodwill 
on both sides, there is now every reason 
for hopefulness as to the outcome. 

In contrast, home rails remained quiet 
and inclined to ease, despite the forth- 
coming interim dividend decisions. Later, 


July 12, 1946 


stock remained at par and the 4 per cent, 
debentures at 1074. 

L.N.E.R. second preference was 726}, 
comparing with 26} a week ago; the first 
preference further dedlined from 54 to $2, 
and the first guaranteed eased to 99, al 
though the second guaranteed remained at 

1 


Southern deferred has gone back from 


cent. dividend. Earlier gains 
held by locomotive 
dred shares; Beyer 


Locomotive 
30s. 


North British 
Vulcan Foundry 


were 
and kin- 
25s. 6d.. 


engineering 
Peacock were 
with the 54 per cent. preference 25s. 3d.xd. 
29s. 


9d., 


Railway markets have been featured by 


a strong outburst of speculative activity in 
Argentine railways 
on ‘optimistic views and predictions as to 
mission’s 
authorities. 
Gains of up to two points were numerous, 
although demand centred mainly 
stocks 
debentures 
comparison. 
the assumption that, 


ordinary stocks of the 


British 
Argentine 


the 


cussions 


the 
the 


outcome of 
with 


and 
ordinary stocks, preference 
also favoured, business in 
being moderate in 
was based on 
ever the decision 
railways, current levels of 
leading companies 


were 


Buying 
what- 


as regards control of the 
stocks of 
are likely to prove well 


the 


not 


and 


dis- 


on 


however, the undertone improved. The 20 to 193, and the preferred ordinary from 
behaviour of market prices in recent 73 to 714. London Transport “<* re 
months, although subject to conflicting mained at 60. Meiropolitan Assented was 
influences, suggests that there is an im- 534 and Metropolitan Surplus Lands shares 
pression that Argentine railway stock- 9s. 6d. 

holders are likely to receive a fairer deal As was to be expected, Buenos Ayres 
from the Argentine authorities than Great Southern stocks were prominent in 
home railway stockholders obtain from the the rise in Argentine rails, but generaily 
British Government! Further develop- best levels in this section were not fully 
ments in the home railways’ anti-nation- held. Buenos Ayres Great Southern ordi- 
alisation campaign are being awaited with nary rose on balance from 13 to 15, the 
considerable interest; the market would 5S per cent. preference from 304 to 334 


welcome authoritative views from the com- 
setting out 
that current prices of home railway junior 
are undervaluations. 
Comparison with a week ago shows that 


panies 


stocks 


reasons 


for 


the 


im- 
Ayres 


and the 4 per cent. debentures also 
proved from 72 to 734. Buenos 
Western moved up from 154 to 184, while 
the 4}; per cent. preference was 444. Cen- 
tral Argentine rose from 8} to 10, and the 


belief 


Great Western has further receded from 6 per cent. preference was 31. Buenos 
564 to 56, although the current price can Ayres & Pacific ordinary also moved up 
be regarded as carrying the per cent. to 9 and the consolidated debentures to 
interim dividend which the market expects 69. Entre Rios first preference was 19 
to be maintained. Great Western 5 per and Central Uruguay ordinary 7%. 


cent. preference was unchanged at 117, 
4 pei 
but 
slightly to 
274 
resumption of interim payments is unlikely 


the 
1163, 


from 


cent. debentures 

the guaranteed stock 
[25:.. LES. has 
to 26%. reflecting the view 


Traffic Table and Stock Prices 








Railways Miles 
open 
Antofagasta 834 
Arg. N.E 753 
Bolivar 174 
Brazil ... 
B.A. Pacific 2,771 
B.A.G.S. 5 5,080 
B.A. Western... 1,924 
6 Cent. Argentine 3,700 
= Do. - 
> Cent. Uruguay 970 
< Costa Rica wee mt 262 
— | Dorada m— int ae 70 
©} Entre Rios... 5 ... 808 
= | G.W. of Brazil 1,030 
G | Inter. Ctl. Amer. 794 
& La Guaira 223 
ye Leopoldina 1,918 
s Mexican 483 
© | Midland Uruguay 319 
” | Nitrate 382 
N.W. of Uruguay 113 
Paraguay Cent. 274 
Peru Corp. 1,059 
Salvador 100 
San Paulo 1534 
Taltcal ... 156 
United of Havana , wos] Ua 
\ Uruguay Northern ... ~_ 73 
« 
3 Canadian National 23,569 
© \ Canadian Pacific 17,037 
U 
Barsi Lightt 202 
Beira ... 204 
Egyptian Delta 607 
£ anila 
© 4 Mid. of W. Australia.. 277 
= | Nigeria “ 1,900 
> | Rhodesia . 2,445 
South African 13,301 
Victoria 4,774 


Week 
ended 


30.6.46 
29.6.46 
June, 1946 


29.6.46 
29.6.46 
29.6.46 
29.6.46 


29.6.46 
Apr., 1946 
May, 1946 

29.6.46 

29.6.46 
May, 1946 
June, 1946 

29.6.46 

31.5.46 
May., 1946 

30.6.46 
May., 1946 

28.6.46 
June, 1946 
Apr., 1946 


May, 1946 
30.6.46 


Mav, 1946 
May, 1946 

30.6.46 
May, 1946 
Apr., 1946 

31.5.46 
May, 1946 
Apr., 1946 
Apr., 1946 

8.6.46 
Feb., 1946 


remained at 


gone back 


and Elsewhere, Mexican Railway 6 per cent. 
debentures were higher at 77. Reflecting 
the rise in Canadian stocks following the 
revaluation of the Canadian dollar, which 
increases the sterling equivalent of divi- 
dends paid in Canadian currency. Canadian 


eased 


that 


on this stock. L.M.S.R. 1923 preference at Pacifics rose to 24%, a gain of } compared 
544 was } lower, and the senior preference with the closing price at the end of last 
has lost a point at 774: the guaranteed week. 
of Overseas and Foreign Railways 
ee ee 3 Aggregate traffics to date Prices 
_ c< Totals Shares a on o 
Inc. or dec. © F Increase or sad 22 se 
Total Stock a ai-¢ 
this year Berg ee 3 1945.6 1944/5 decrease =° gc 3° 
€ £ £ £ £ 
32,300 2,440 26 819,480 800,360 19,120 Ord. Stk. 12 83 104 
ps.307,800 —ps.15,200 52 ps.!5,301,400 ps.15,429,900 ps.128,500 - 10 53 7; 
3,692 948 26 25,836 30,275 4,439 6p.c. Deb. 84 5S} 6} 
Bonds 25 17 26 
ps.1,878,000 ps. 11,500 52 psl17,067,000 ps.i 12,950,500 + ps.4,116,500 Ord. Stk. 7 5 10 
ps.3,774,000 + ps.358,000 52 ps!83,288,000 ps.172,971,000 + ps.10,371,000 Ord. Stk. 13% 104 16 
ps. | 523,000 + ps.256,000 52 ps.62.951,000 _ps.59,046,000 + ps.3,905,000 - 123 94 19 
ps.3,102,650 +ps.411,900 52 ps!63,524,446 ps.149,743,100 + ps.13,781,346 ‘ 92 7 104 
Dfd. 5 2 34 
36,138 5,478 52 2,072,757 1,863,853 208,904 Ord. Stk. 74 ri 3 
33,948 5,306 43 286,820 231,946 54,874 Stk. 164 13 13 
35,400 400 2i 150,675 148,595 2,080 I Mt.Deb. 103 102 994 
ps.402,200 ps.43,300 52 ps2I, oar 100 _ps.20,872,100 + ps.1,058,000 Ord. Stk. 7+ 45 64 
25,400 4.900 26 0 654,300 + 80,700 Ord. Stk. 30/- 236 22/6 
$195,228 $24,762 21 $970,923 $792,282 + $178,641 - - 
4,812 2,294 25 33,039 36,929 | - 3,890 Sp.c.Deb. 78 70 60 
65,638 2,520 26 1,444,353 1,226,905 217,448 Ord. Stk. 44 34 34 
ps. 1,464,000 ps.459,100 21 ps.!8,661,800 _ps.13,441,600 ps.5, ms 200 Ord. Stk. t : | 
21,830 1,483 48 203,280 196,052 7,228 - -- - 
10,513 4,177 25 110,632 91,480 19,152 | Ord. Sh. | 75/6 | 67/6 77/6 
6,667 936 48 61,174 62,390 — 1,216 - 
456,910 12,699 52 G3,132,914 3,180,966 — 448,052) Pr. Li.Stk. 79} 77 734 
137,553 12,587 52 1,675,574 1,554,661 120,913 Pref. 103 73 15 
c 138,700 ¢ 10,300 40 ¢ 1,393,700 c 1,308,000 c 85,700 - - 
- Ord. Stk. 602 504 53 
3,795 1,830 48 36,995 31,905 : 5,090 Ord. Sh. 17 106 17/6 
64,720 13,742 52 3,069,954 2,810,599 : 259,355 Ord. Stk. 3 | 13 
2,039 193 48 19,390 18,105 1,285 — - 

6,156,800 1,366,600 21 30,910,800 34,842,400 — 3,931,600 — 

1,889,500 426,000 26 34,863,000 38,682,000 — 3,819,000 Ord. Stk. 24 143 244 
21,465 90 9 54,465 48,562 + §,903 Ord.Stk. 131 123 1134 
75,610 2,752 28 508,964 536,577 — 27,613 -- _ - — 
17,006 1,238 9 98,879 100,409 — 1,530 Prf. Sh. 10 84 5 

- B. Deb. 7) 55+ 7I4 
20,041 2,552 | 47 192,189 207,237, — 15,048 Inc. Deb 974 85 75 
352,900 - 66,969 a 352,900 285,931 + 66,969 -- - - 
523,706 + 52,416 28 3,517,907 3,491,415 26,492 -- —_ ~ 
1,141,643 + 116418 10 10,647,003 9,578,864 1,068,139 -- — _— - 
1,234,862 — 18,137 - - - —_— — - 


+ Receipts are calculated @ Is. 6d. to the rupee 
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